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S/0,000,000 
Docks at MOBILE 


Better and Faster Service 
On Export, Import and 
Inter-Coastal Shipments 


THE extensive new docks now under construction at 
Mobile offer one of the finest Port Terminal Systems in the country. 
Built by the State of Alabama at a cost of $10,000,000, they afford 
larger and more complete facilities for handling shipments of all kinds. 


With a straight, open channel 30 feet deep in Mobile 
Bay, and a deep, wide and well-protected harbor, and with twenty- 
one steamship lines connecting with all parts of the world, Mobile 
offers an ideal port to ship to and from. 


The Gulf, Mobile & Northern Railroad serves aJl {docks 
at Mobile in addition; to its own. It is the only railroad atj Mobile 
operating a lighterage system, which assures prompt shipside de- 
livery. Route your shipments via Mobile and the “Road of Service!” 


J. A. JACKSON, Freight Traffic Mgr., Mobile, Ala. 


E. L. Mountfort, A-F.T.M., Chicago, Ill. W. H. Askew, A-F.T.M., Mobile, Ala. 
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Gulf, Mobile & 
Northern Railroad 


These photographs show the near 
completion of the new steel and 
concrete warehouses and docks— 
modern in every respect, equipped 
with the latest improved loading 
and unloading machinery, and 
overhead sprinkler system. 
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informed; but it does mislead the public and is being used by 
those in ‘the midwest who especially favor the barge line as a 
cheap method of transportation for their commerce, to support 
their demands for not only a continuation of the service but 
extensions of it and the appropriation of large sums of money 
for additional equipment. It seems to us that the facts ought 
frankly to be given to the public. Any showing made by the 
barge line cannot be a demonstration of profit unless all over- 
head charges that private capital would have to meet are taken 
into consideration. 

We think, also, that there should be a charge to those who 
use the waterways for the privilege of using them as a place 
of doing business. We realize, however, that few, thus far, 
support us, to any extent, in that view. 


Under date of December 27, Secretary Davis replied 
as follows: 


Referring to your letter of December 15, 1927, in which 
you make reference to a Tecent report of the Inland ‘Waterways 
Corporation showing a “profit” for November, 1927, you will 
observe by reading he text of the statement of the Inland 
Waterways Corporation that “for the first time since the opera- 
tion of the Barge Line on the Warrior River, extending from 
Mobile to Birmingham began, the operations show a net income 
over outgo, including depreciation, of approximately $3,000.00 for 
the month of November.” 

The only place in the Inland Waterways Corporation state- 
ment in which the word “profit” is used, occurs in the follow- 
ing paragraph: 

“In a little less than three years from that time, the opera- 
tions on the Warrior River had changed from an average loss 
of around $35,000.00 a month, to the extraordinary showing in 
November when it at last used the ‘profits’ column.” The word 
profits being in quotation marks. 


There are, of course, varying ideas of what the word * ‘profit” 
means, depending upon the viewpoint of the definer. Webster’s 
Dictionary defines profit to be “the excess of returns over ex- 
penditure in a given transaction or a series of transactions.” Also 

“excess of income over expenditure, as in a business or any of 
its departments during a given period of time.” 


You will perhaps be interested to know that I have asked 
the Interstate Commerce Commission for a valuation upon the 
same basis it is now using in its railroad valuations, and that 
when such valuation is completed, the figures issued by the Cor- 
poration will be susceptible of the same analysis as the figures 
issued by the Bureau of Railway Economics. 

It will be observed that Secretary Davis’s defense is 
twofold. He starts out to justify the report in question, 
apparently, by showing that it was not intended as a 
true statement of profit, for the reason that the word 
“profit” was quoted. Of course, that could only be sub- 
terfuge for, if no concealment or false impression were 
intended, or allowed because of ignorance of correct 
methods of business accounting, it would have been pre- 
vented by something more than the mere placing of a 
word in quotation marks. Nor does the explanation 
explain other similar statements that have been fre- 
quently issued with respect to the operation of the barge 
line on the Warrior and Mississippi rivers. 


_ Secretary Davis seems to realize the weakness of 
this defense, for he immediately abandons it for another, 
and tries to show, by quoting the dictionary, that the 
use of the word “profit” in the report is justified. It 
would: make no difference what Webster’s or any other 
dictionary said; the question is whether the report and 
other similar reports, if not explained, would deceive 
or mislead, and that they do mislead cannot be denied. 
But even on the authority Secretary Davis quotes, the 
use of the word “profit” in the report is not justified. 
Profit, as the distinguished Mr. Webster says, is the ex- 
cess of returns over expenditures; but the point we have 
been making is that the government barge line does not 
show all its expenditures—or the expenditures that pri- 
vate capital would have to make if it were operating the 
service. A private owner of the barge line, in any 
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financial statement that would be considered correct and 
honest with respect to either profit or deficit, would have 
to show cost of capital, taxes, and insurance. The barge 
line shows none of these in its reports or statements; 
therefore, its reports ere without value except in mis- 
leading those who read them, without adequate explana- 
tion, to think that barge line operation is profitable. 

There is no objection to any method of bookkeeping 
so long as a proper explanation is furnished with it. Ii 
the government wishes to keep books by showing simply 
how much money it pays out and how much is paid in, 
that is well and good; but, as a demonstration to capital 
that barge line operation is profitable—which is what 
the Inland Waterways is supposed to be making—such 
a method is useless and misleading unless, as we say, 
the necessary explanation accompanies it. 

Secretary Davis’s answer strikes us as being un- 
worthy of a man filling such a high position. He ought 
to be able to see the point involved. If he does see it and 
is merely throwing a smoke screen, then we do. not feel 
very highly complimented by his apparent opinion of. 
our lack of ability to see through it. Even if he thought 
he could fool us he ought to be above trying to do so. 
We at least thank him, however, for answering our letter 
courteously, which is more than Secretary Hoover will 
do when we ask him to elucidate some of-his inland wa- 
terway theories. Perhaps he is wise enough to know 
that we would be able to detect the flaws in his facts and 
his logic if he tried to do so. Sometime we hope the 
theorists and the statesmen who are befogging the at- 
mosphere will meet these issues squarely. We have 
never been quite certain whether their failure to do so 
was due to unwillingness or to lack of understanding of 
what the issues are. 

Even more queer than the things the barge line 
itself does, however, are some of the antics of its friends 
and patrons. In a recent statement from the Mississippi 
Valley Waterway Association (whose members are in- 
terested in getting more money appropriated for the 
purpose of buying more equipment for the barge line so 
that they can move more freight over it at its low rates), 
for instance, appears the following: 

The barge lines have put four cents a bushel into the pockets of 
every farmer of the middle Mississippi Valley raising wheat for 
export. 

This is quite a fine thing—if true—for the farmers 
who benefitted by it, but it is rather strange that they, or 
the members of the Mississippi Valley Waterway Asso- 
ciation, or more especially, shippers and producers not 
benefitted by the barge line do not think that this saving 
in freight rates to the grain farmers in the middle west, 
whatever it may be, has also substantially decreased the 
earnings of the railroads in that section and, if they are to 
earn the reasonable return that the law and good sense 
say they shall have, it will have to be made up on some 
other traffic. In some of this other traffic, by the way, 
the farmers are as much interested as in grain. 

In the same statement the following appears: 


They (the barge lines) have lopped ten cents from the cost of 
every hundred pounds of sugar that moves into the valley. 


It is doubtful if a single consumer in the Mississippi 
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valley can find that he has received one cent of this re- 
duction. The result of the barge line rates is that the 
western railroad lines from the Pacific Coast, Utah, Colo- 
rado, and so on, have been asked to make reductions in 
their rates to enable Pacific coast refiners to compete. 
Such reductions, if made, will amount to a million dol- 
lars or more a year and, in that case, if the western rail- 
roads are to have their reasonable return, rates on other 
traffic will have to be increased. This other traffic is 
largely grain and other products of farmers not located 
in the Mississippi valley. 

And the following is rich: 

By means of them (the barge lines) and the Panama Canal, 
products of the middle west in 1922 made their first appearance on 
the Pacific coast in competition with the industrial east. 

The products of the middle west moved freely for 
many years to the Pacific coast, in competition with the 
east, over the transcontinental railroads. The reason 
they are not moving’ so freely now is that the Commis- 
sion has denied these railroads the right to make the 
necessary rates to Pacific coast ports, unless rates: to 
points where the products of the east do not move by 
water are similarly reduced. How many millions of dol- 
lars the loss of this traffic has cost and is still costing 
the transcontinental railroads would be hard to estimate. 
So here we have railroad transportation capacity running 
to waste, railroad earnings depleted in consequence, and 
the prospect of railroad rate reductions on products of 
the farm moving further and further away. 

Speaking of Secretary Hoover and his advocacy of 
waterway improvement and transportation on a grand 
scale, we quote the following gem from one of his ad- 
dresses: 


I believe that the statement often made that, by the moderniza- 
tion of the Mississippi and the Great Lakes systems of waterways, 
we shall decrease the freight on grain to the world markets by ten 
cents a bushel, is not far wrong; and, by so doing, we should increase 
the price of all grain to the farmer by ten cents a bushel, and this 
ten cents is the profit end of the price. 


We wonder where Mr. Hoover got his figures and 
how much he analyzed them or is capable of analyzing 
them. [In the first place, it is not true that the entire 
saving in distribution cost goes to the producer. In the 
second place, if he reduced the price of transportation ten 
cents a bushel on export wheat, say, from St. Louis, there 


would almost have to be a bonus for shipping that way. 
The present rail rate on export wheat from St. Louis to 
New Orleans is only 10.8 cents a bushel. If ten cents 
were lopped off*that rate the result would be less than 
a cent a bushel—truly a remarkably low rate. The barge 
line rate itself on export wheat, St. Louis to New Or- 
leans, is 6.9 cents. Does Mr. Hoover expect to beat 
that? If so, how is the barge line justified in charging it 
now? 

Truly, the reasoning of some of the advocates of 


waterways and a government owned and operated trans- 
portation agency is beyond comprehension. 


HOW FAR SHALL PATERNALISM GO? 


(The Executive’s Magazine, St. Louis, December, 1927) 

This publication yields to no one in its enthusiasm for better 
and cheaper transportation. We are ready to give a voice to 
any constructive movement to make real business servants of 
the rivers. The proposal, however, to indefinitely expand the 
Inland Waterways Corporation does not meet the tests of good 
economics or good business. 
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We report in this issue the 1927 convention of the Missis- 
sippi Valley Association. At this meeting were some of the 
most enlightened waterway workers of the United States. A 
resolution was passed which urged upon the federal govern- 
ment the expansion of the government boat lines, and their 
building into a giant inland transportation system. 

The end is infinitely desirable, the means proposed is in- 
finitely undesirable. For the government to bear the cost of 
improving the rivers, initiating barge services, establishing 
barge-line terminals and starting business to flowing in the 
river channels is fair and reasonable. Like services to the 
railroads in their period of infancy can be instanced without 
number. 

Once the kettle is boiling, however, artificial support of 
river transport will only weaken it and nullify all its benefits. 
The one great object is to get the barge services into paying 
operation in private hands as soon as possible. 

We do not put this all on the basis of fairness, though it 
is obviously unfair to the railroad investor to be forced to 
compete on rails with the U. S. Government on the water, while 
the Interstate Commerce Commission frowns upon the owner- 
ship and operation of ships and barges by railroads. 

Consider only the good of the communities and shippers 
concerned. A delegate to the convention put this forcefully. 
“The principle of Government operation is dangerous,” he said. “I 
interviewed a manufacturer in the East who was considering 
placing a branch plant in my home city (a river town—Ed.) I 
gave him a list of our advantages. Among them was a low water 
rate to the Gulf ports. ‘Huh!’ he said, ‘That doesn’t mean any- 
thing. Suppose I do place my factory in your city. That low 
rate was not made under commercial conditions. It’s a subsidy. 
A political upset can take it away any time. Then where’d my 
factory be?’ ” 

This is sense. Government operation on the water is as 
bad and dangerous as Government operation for the railways. 
WE DON’T WANT POLITICS ON THE RIVERS! 

The resolution favoring Government operation of Shipping 
Board vessels to all ports of the world is economically unsound 
but has certain very practical points in its favor. We are using 
Government money there to compete against foreign nations, not 
our own investors. For military reasons it may be desirable to 
do an unbusinesslike thing, to run against America’s natural dis- 
advantages as a merchant shipping nation, which disadvantages 
we have frequently set forth in these columns. 

Believers in river transportation as we are, we wish to reg- 
ister ourselves once and for all as unqualifiedly opposed to Gov- 
ernment operation of barges and towboats one moment longer 
than is absolutely necessary. 


DRAYAGE ABSORPTION ARGUMENT 


Another argument was made to the Commission January 5, 
on the question of the legality of the proposal of the Missouri 
Southwestern to absorb the drayage charges incurred in getting 
lead or zinc ore or concentrates to its rails in the Picher, Mo., 
lead district. The question came forward in this instance by 
reason of the suspension of absorption tariffs filed by the Mis- 
souri Southwestern in I. and S. No. 2990. Those addressing 
the Commission on the subject were Allen McReynolds and F. E. 
Brown for the Missouri Southwestern,’ and Ray McNaughton 
and Robert E. Quirk, for the steam railroads which are object- 
ing to the absorption tariffs on the ground that they are illegal. 

By absorbing the drayage cost of getting ore to its rails, the 
Missouri Southwestern, according to Mr. McReynolds, would do 
no more than make the cost, to the shipper, of getting his ore 
out over its rails than the cost of getting it out over the rails 
of the protesting steam roads. The Missouri Southwestern is 
an electric line‘-which, when the automobiles took its passenger 
business, to the extent of 50 per cent of it, undertook to keep 
its treasury filled by offering to haul ore brought to its rails by 
dray, the mining operations having. moved away from its line. 

Mr. McReynolds said that the tariffs that had been sus- 
pended were exactly like the off-line station tariffs by means of 
which east side lines reached St. Louis and lines not having 
rails to Manhattan Island got into the heart of New York. He 
said the Missouri Southwestern would stand or fall by the 
Commission’s decision as to the legality of tariffs naming rates 
to and from off-line stations in St. Louis and New York. 


A. R. A. MOTOR DIVISION 


Representatives of railroads of the United States and Can- 
ada will be in Chicago January 25 and 26 for the purpose of 
effecting a permanent organization of the motor transport divi- 
sion of the American Railway Association which was recently 
created, and of outlining the work of that division. 

A call for the meeting, which will be held at the Palmer 
House, has been issued by A. P. Russell, vice-president of the 
New York, New Haven & Hartford Railroad and temporary. 
chairman of the motor transport division. At that time perma- 
nent officers will be elected, as well as a permanent general 
committee, which will have general supervision over the work 
of the new division. 
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Current Topics 
in Washington 


Hear Ye, Spinners of Theories of Law and Politics.—The 
recess appointment of John J. Esch to fill the vacancy created 
by the expiration of the term for which he had been appointed 
and confirmed affords opportunity for those inclined to discuss 
theories of law and politics. The debate is already on. Calvin 
Coolidge, in giving Mr. Esch a recess appointment, probably 
intended to raise both law and political questions. The law 
question that bristles is whether the recess that Congress takes 
over the holiday season is such a recess of the Senate as is 
contemplated by the provision of the Constitution saying: 
“The President shall have power to fill up all vacancies that 
may happen during the recess of the Senate, by granting com- 
missions which shall expire at the end of their next session.” 
The political question is as to whether the junta of sometimes 
called holier-than-thou senators and their supposed appendix of 
senators from the states in which lie the southern mines of the 
lake cargo coal case, by having Mr. Esch’s nomination held up, 
tried to have him disqualified to vote in the suspension lake 
cargo coal case now pending. If the answer to that question 
is yes, then, seemingly, Mr. Coolidge has blocked that move 
by granting a commission to Mr. Esch which, in the language 
of the Constitution, “shall expire at the end of their (the Senate’s) 
next session.” The Senate, with the consent of the House of 
Representatives, might go into recess this week, for one week, 
and thereby vacate Mr. Esch’s commission. But while the 
recess was in effect, Mr. Coolidge could grant Mr. Esch another 
commission to expire at the end “of their next session,’ and 
so on ad infinitum. The question as to what constitutes a 
vacancy that “happens” has been discussed, by the Senate, in 
connection with appointments of men to be senators, made by 
governors in states the legislatures of which failed to elect 
senators because they fell into deadlocks. No man holding such 
an appointment has ever been seated. The Senate, in substance, 
voted, fh such cases, that recess appointments by governors 
were intended to be made only in instances when a vacancy 
“happened’—that is to say, came about fortuitously, and not 
because a legislature had failed in its duty. In the Senate de- 
bates, much emphasis was laid on the meaning of the word 
“happen” to show that it could not be used correctly when it 
was known that the vacancy would take place because members 
of the legislature knew that, unless they compromised, to break 
a deadlock, they would fail in their duty to elect a senator. 
One of the declarations frequently made was that the funda- 
mental law did not confer on governors the power to perform 
a duty neglected by the legislature. President Coolidge did not 
fail in his duty to name a man to fill the term that began on 
January 1. He named John J. Esch. The Senate, in neglect 
of its duty, adjourned without acting on the nomination. A 
vacancy “happened” in the recess of the Senate. Coolidge did 
not know the Senate would take a recess without acting. It is 
believed to be obvious that appointment of a man to be a sen- 
ator by a governor and appointment of a commissioner by the 
President are not like duties. It is the duty of the President 
to appoint a commissioner. Failure of the Senate to act on an 
appointment does not deprive the President of the right nor 
relieve him of the duty to appoint. It is true that a recess of 
the Senate is usually taken to mean one of the long recesses 
from summer to winter. Howeveer, there is no difference in the 
legislative act bringing about a summer and a holiday recess. 
Neither house of Congress may adjourn or recess--for more 
than-three days without the consent of the other. The fact that 
the holiday recess has not generally been regarded: as being 
of the same quality as the summer recess can be of no meaning, 
it is believed, in view of the fact that the two houses must 
act jointly to bring about either the holiday or the summer 
recess. If the President may make recess appointments in 
one whynot in the other, it has been asked. There is no 
answer yet, because, so far as known, there is no precedent 
for what Mr. Coolidge has done. 








Resigning Not So Simple.—The man who said “few die and 
none resign” did his share of enlivening a dull existence, but 
he said a good deal that was not accurate. His quip carries 
the implication that resigning is as easy as dying. It is not. At 
times men have found it difficult to resign public office. Usually 
it is so easy to quit a lucrative place that the general impression 
is that a public official needs but say “I quit” to be as free as 
a manual laborer who says those words. So many men want 
the public offices with good salaries attached that a holder 
seldom has any trouble letting go. Commissioner Hall, how- 
ever, who wanted to quit not later than the end of 1927, was 
still holding his place after the beginning of 1928 because Presi- 
dent Coolidge had not accepted his resignation. The courts are 
inclined to hold that the common law of England, on that sub- 
Ject, is also the law in the United States. A case in which 
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the law is discussed is that of Edwards vs. United States, 103 
U. S. 471. Edwards was a supervisor in a township in a Michi- 
gan county. One of his duties was to certify a judgment against 
his township to the county supervisors. Instead of doing that, 
he resigned forthwith. But the courts held that, inasmuch as 
no one had accepted that resignation, he was still in office and 
that a writ of mandamus might issue against him compelling 
him to perform his duty of certification. The common law 
provided a penalty for men who refused public offices, there 
being jobs men did not like. In Missouri and in Michigan 
townships and counties issued bonds for the aiding of railroad 
construction. The roads were not built, or, if built, not ac- 
cording to the wishes of the contributors, so the dissatisfied 
counties thought they would get rid of their obligations by 
refusing to lay taxes. The officers whose duties it was to lay 
taxes tried to resign, but the courts made them stick to their 
jobs. Often the court officers had to go out into the brush and 
bring them in to their offices where the courts could compel 
them to act or to go to jail. It was in such cases that the 
courts declared, in effect, that a civil officer could not resign 
at his pleasure any more than a soldier could resign when he 
was needed. Commissioner Hall might have tried forcing the 
hand of President Coolidge by declining to come to his office, 
thereby making it necessary for the President to think whether 
he should not dismiss him for failure to perform the duties of 
his office. Mr. Hall desired to resign at the end of the year 
for no reason other than that he thought he should not endanger 
his health by continuing work of the grinding and confining 
character a commissioner must perform. 





Seward’s Folly Continues to Pay.—Once a year Uncle Sam 
is justified in putting his hand over his mouth to hide a large 
smile. That is when the Secretary of the Interior makes his 
report showing the value of minerals produced in Alaska in 
the preceding year. The mineral wealth of that part.of the 
domain of the United States is pure “velvet,” the wealth of the 
territory being in its fisheries. Sixty-one years ago Secretary 
Seward persuaded the United States Senate to ratify a treaty 
under which the United States paid $7,500,000 to Russia for 
Alaska. The deal was called “Seward’s folly,” particularly by 
those who were in doubt as to whether it was really a payment 
to Russia for the gesture she had made in behalf of the United 
States, in the Civil War time, when England was believed to 
be on the point of according recognition to the Confederate 
States of America. Russia, it will be remembered, sent a nice 
squadron to American waters that might have stepped into any 
dance anyone might have started. By buying Alaska, Seward 
took a white elephant off Russia’s hands for what then seemed 
a feloniously high price, if it were only a real estate deal. 
Practically every year since then the territory, in by-products 
or incidentals, has brought more money into the hands of 
Americans than Seward paid for the territory. In 1927, it is 
estimated, the minerals produced were worth $14,445,000. That 
was quite a falling off from the $17,664,800 produced in 1926. 
The lower figure is due, in part, to decrease in the unit value 
of the metals. Of course, the sum is not net. Nor is any allow- 
ance made for the difference in the buying power of money. 
Yet a gross on incidentals double the money invested, in one 
year, suggests that Uncle Sam, in this instance, was not the 
goat he is so often represented as being. 





Hardie and Pitt Also Were There.—The time is near when 
the south will put on its new class rate coat, the garment that 
has been in the making for nearly six years. When it is. done, 
most of those who have had to think about it will think of 
Commissioner Eastman and Examiner Mosmer. But they are 
not the only ones who will know about the “innards” of that 
garment. There are two other quiet men, Director Hardie and 
Assistant Director. Pitt, of the Bureau of Traffic, who have had 
much to do with getting the thing into shape, using the goose 
here, ripping there, and tightening somewhere else. Hardie 
and Pitt are also master journeymen in the making of a new 
suit for the southwest, a piece of tailoring that may not have 
been as difficult as the thing in which Mr. Eastman’s label will 
be sewed. The fact is that the two men of the: Bureau of 
Traffic, inasmuch as they are at the head of the bureau that is 
akin to the traffic department of a railroad, have to be brought 
into every big rate case. Much of the work must be done by 
them. They are the ones who, on many points, can and do 
deal with the traffic vice-presidents and traffic managers, as 
well as the tariff publishing agents. In apportioning credit for 
work done by the Commission, it is hard for an outsider to 
make an estimate, so interwoven is the work of the Commission, 
especially on the rate side of questions handled by it. 





Outlawing War.—That day is a poor one when someone does 
not put forth a plan for outlawing war. Of course, those who 
talk about “outlawing” war are either among the most densely 
ignorant or believe those they address are so. Outlawing a 
thing means to deprive it, by process of law, of the protection 
of the law. War, so far as the United States is concerned, is 
the product of law. .Outlawing war, therefore, means the enact- 
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ment of a statute, agreement or treaty putting beyond the. pro- 
tection of the law a thing created by law. In olden times out- 
lawing a man meant practically that he might be killed on sight 
without the slayer being subject to any of the penalties of the 
law. Outlawing war, in a law sense, means authorizing anyone 
to shoot up and destroy a thing created by law, which also has 
a few implements for making trouble for the one about tp 
shoot it up. One of the suggestions is for an international 
agreement to outlaw war. Assuming that the United States, 
by its government could be bound by such an agreement, the 
pact would mean that, as soon as Congress declared war, the 
other agreement authorized other parties to shoot up our war 
and do it to death, perhaps by kind words. If they were not 
potent enough, resort might be had to force. Outlawing war, 
so far as the word means anything to a citizen of the United 
States, is a self-destroying term. With one breath the United 
States, by statute, would declare war. With another it would 
authorize anyone to kill that war. Representative LaGuardia, 
seemingly, is entitled to all the medals for meaningless words. 
He would have the United States agree “to indict and punish 
its own international war breeders or instigators and war 
profiteers under powers similar to those conferred upon our 
Congress under Article I, section 8, of our federal Constitution, 
which clothes the Congress with the power to ‘define and punish 
offenses against the law of nations.’” Inasmuch as Congress 
alone can declare war, the LaGuardia proposition seems to be 
that Congress should provide punishment for doing that which 
the Constitution authorizes it to do and to provide for that 
punishment by resort to the power conferred on Congress by 
another part of that same fundamental law. Apparently, he 
would have Congress convert itself into a hoop snake to the 
end that it might swallow itself as punishment for having done 
something it was authorized, and compelled, under certain con- 
ditions, to do.—A. E. H. 


COMMISSION APPOINTMENTS 


President Coolidge January 3 gave John J. Esch a recess 
appointment to fill the vacancy on the Commission created by the 
expiration of the term for which he had been appointed, which 
expiration took place December 31. He notified the Commission 
that he had made the recess appointment to the end that there 
would be no interruption in its important work. Mr. Esch immedi- 
ately took the oath of office, Secretary McGinty administering it. 
When Mr. Esch had taken the oath he joined his colleagues in 
their conference for the disposition of cases before them. Appoint- 
ment on January 3 was as soon after the happening of the 
vacancy as possible, with Sunday and the legal holiday follow- 
ing it for the observance of New Year’s Day excluded. Here- 
tofore recesses of Congress for the holidays have not been gen- 
erally regarded as recesses contemplated by the constitutional 
provision authorizing the President to fill vacancies happening 
in the recess of Congress. 

No action was taken January 5 by the Senate interstate 
commerce committee on the nomination of Commissioner Esch 
for reappointment. Senators Schall, of Minnesota, and Goff, of 
West Virginia, the latter a member of the committee, had sent 
word asking that opportunity be afforded for them to be heard 
on the nomination, and the committee put the matter over 
without fixing a definite date for consideration. Apparently, 
there is opposition to confirmation, not only from senators rep- 
resenting states in which the southern lake cargo coal fields are 
situated and northwestern states, because Esch voted for the 
reduction from the Pennsylvania and Ohio fields, but also from 


senators in the so-called progressive group in the Senate who. 


hark back to the fact that Esch was one of the authors of the 
Esch-Cummins act. In view of the fact that Esch is now serv- 
ing under a recess appointment, it is believed that action on 
his nomination may be delayed for some time. 

There were rumors to the effect that nomination of a suc- 
cessor to Commissioner Hall might be expected momentarily. 
He was still on the job at the time this was written. 

Victor E. Wilson, formerly a member of the Nebraska state 
commission, has been recommended for appointment as a suc- 
cessor to Commissioner Hall, it is understood. Mr. Wilson, a 
Democrat, was a member of the Nebraska commission for a 
little over four years. After serving on the commission he went 
to Los Angeles to practice law, but recently returned to 
Nebraska. 

Pending action by the Senate on the nomination of Mr. 
Esch and the making of the recess appointment, the Commis- 
sion had asked Mr. Esch to continue supervision of activities 
that were under his jurisdiction as a commissioner. 

The New Jersey Industrial Traffic League has adopted res- 
olutions stating that, “whereas, it has consistently urged that 
appointments on the Interstate Commerce Commission should 
be made solely on the qualifications, experience and capabili- 
ties of those being considered for such positions; and, whereas, 
it is felt that such men are available from the staff of the Inter- 
state Commerce Commission, and that political and regional 
considerations should be entirely disregarded; therefore, be it 
resolved, That the New Jersey Industrial Traffic League, at its 
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regular meeting held Thursday, December 29, 1927, record itself 
as being most heartily in accord with the stand of the President 
of the United States of America, as expressed by the press, that 
the matter of appointments to the Interstate Commerce Com- 
mission is of the utmost importance to the country as a whole, 
and should be made without regard for political or regional con- 
siderations; and be it further resolved, that a copy of this 
resolution be forwarded to the President of the United States 
of America, the Honorable Calvin Coolidge.” 


BARGE CANAL PLANS 


The Traffic World New York Burcau 


Inclusion of the New York State Barge Canal in a deep sea 
waterway connecting the Great Lakes with the Atlantic Ocean 
is recommended by Governor Smith, of New York, in his annual 
message to the legislature. After summarizing the changes 
brought about in the management of the canal under the plan 
for consolidation of the various departments of the state gov- 
ernment which has taken most of the important canal oper- 
ating positions out of politics by placing them in the competitive 
classification of the civil service, the governor said: 


The canal is being operated better than at any time in its history 
because of the higher morale of the personnel, the increased depth 
of the canal channel, the better maintenance of structures and the 
decrease in cost of the different classes of work done on it. Each 
year the total tonnage and the tonnage per boat have increased and 
the time required for a voyage through the canal has been decreased. 

I had asked for and your honorable bodies appointed a com- 
mission to advise on the future of the canal and the best way to 
expand its usefulness. Canal users have testified to the improvement 
in canal management but the canal is not now and there is 
no indication that it ever can be a paying proposition for the state 
of New York while it is isolated from the national system of water- 
ways. 

I am convinced that this canal should be made part of an all- 
American deep sea waterway connecting the Great Lakes with the 
Atlantic Ocean. The improvements contemplated at the Port of Al- 
bany by the Albany Port Authority in conjunction with the deepening 
by the Federal government of the channel of the Hudson River add 
force and point to demonstrate to the people of the United States 
the value of this program. 


In reference to the economies of the new plan of manage- 
ment by five district engineers who are responsible directly to 
the superintendent of public works for all matters in their dis- 
tricts, the governor said: 


The division of canals has built up its own construction de- 
partment, now makes its own repairs, and has done away with the 
old practice of cost plus contracts, whereby the more extravagantly 
the work was done and the longer the time required to do it, the 
more profit to the contractor. It has built ~ a complete organization 
and assembled equipment which enables it to do practically any 
work which comes up in connection with the operation. 


— 


MONEY FOR BARGE LINES 


Senator Shipstead, of Minnesota, who introduced a bill in the 
Senate providing for an increase in the capitalization of the 
Inland Waterways Corporation from $5,000,000 to $15,000,000, 
said that hearings on the bill, which was referred to the com- 
mittee on interstate commerce, would not be sought until a 
report had been received from the War Department on the sur- 
vey now being made by the transportation division of the De- 
partment of Commerce with respect to volume of traffic available 
for barge line transportation. 


EXTENSION OF BARGE LINES 


Senator Deneen, of Illinois, has introduced S. 2125, a bill 
authorizing and directing the Inland Waterways Corporation, 
the government’s barge line agency, to initiate water carriage 
on the Hennepin Canal, Illinois River, and connecting canals 
with Lake Michigan. 


NOMINATIONS CONFIRMED 


The Senate has confirmed the nominations of Albert H. 
Denton, of Arkansas City, Kan., to be a member of the Shipping 
Board, and of G. Wallace W. Hanger to be a member of the 
Board of Meditation. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended December 31 totaled 8,939 cars, as compared with 9,344 
cars (revised) the preceding week, and 11,103 cars in the cor- 
responding period of 1926, according to carrier reports to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. Shipments were reported as follows: 


Apples, 787 cars; cauliflower, 186 cars; cabbage, 637 cars; celery, 
480 cars; cucumbers, 4 cars; eggplant, 3 cars; imports, 11 cars; grape- 
fruit, 312 cars; imports, 1 car; grapes, 4 cars; green peas, 1 car; im- 
ports, 26 cars; lemons, 67 cars; lettuce, 672 cars; mixed citrus fruit, 
1389 cars; mixed vegetables, 448 cars; onions, 433 cars; peppers, 27 
cars; imports, 7 cars; oranges, 1,072 cars; pears, 36 cars; spinach, 187 
cars; string beans, 35 cars; sweet potatoes, 484 cars; tomatoes, 75 
cars; imports, 157 cars; potatoes, 2,854 cars; imports, 47 cars. 
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Decisions of Interstate Commerce Commission 


USED CEMENT BAG RATES 


The Commission, by division 1, in a report written by Com- 
missioner McManamy, has dismissed No. 17942, Atlas Portland 
Cement Company vs. Santa Fe et al., mimeographed, finding not 
unreasonable the rates on used, empty, cement bags, returned, 
in less than carloads, from points in Iowa, Nebraska, Kansas, 
and Missouri, to cement mills in those states. This report also 
covers four sub-numbers of the title complaint, Same vs. Same; 
Same vs. Same; Same vs. Same; Hawkeye Portland Cement 
Co. et al. vs. Same; No. 17946, Nebraska Cement Co. vs. Santa 
~ et * and No. 18687, Missouri Portland Cement Co. vs. Santa 

e et al. 

The complaints alleged the rates were unreasonable. In 
addition some alleged the rates violated sections 2, 3 and 13. 
Some attacked both the carload and the less-than-carload rates. 
The hearing, Mr. McManamy said, was confined to the allegation 
of unreasonableness of the less-than-carload rates. The rates 
are either full fourth class or are subject to a _ so-called 
conversion scale which purports to be based on the cement 
rates. The report says the scale follows no uniform percentage 
scheme and is concededly constructed to equalize, as nearly as 
possible, the fourth class rates. In many instances, he says, the 
cement bag rates on returned empty bags exceed fourth class 
rates. Complainants showed, among other things, that one-half 
of fourth class was accorded on bags, intrastate, in much of 
Western Trunk Line and in the whole of Southwestern territory 
and interstate between the territories. Commissioner McManamy 
said that mills where the reduced rates were in use undoubtedly 
had an advantage over mills paying the fourth class rates and 
that the one-half of fourth class rates was a low basis. The 
carriers said cement rates were not made in consideration of the 
return movement of empty bags. Commissioner McManamy 
said that that being true, the carriers were entitled to reason- 
able compensation for the return movement of the empty bags. 
He said that in Empty Carrier Ratings, 46 I. C. C. 520, the Com- 
mission had found justified the proposed increase, in Western 
Classification rating on used ammonia, glycerine, tar oil, cot- 
tonseed oil, and olive oil drums from one-half of fourth class, 
any quantity, to fourth class in less than carloads. The testi- 
mony showed, according to the report, that the carriers, for a 
long time, had been trying to bring the rates on empty returned 
containers up to a reasonably compensatory basis. In some in- 
stances, Mr. McManamy said, it was shown that the revenue to 
the carriers on such traffic was not equal to the terminal costs. 


SCRAP IRON RATES 


In a report written by Commissioner McManamy in No. 
18791, West Virginia Rail Company vs. Baltimore & Ohio et al., 
and No. 18916, A. P. Silverstein & Son vs. Chesapeake & Ohio 
et al., mimeographed, the Commission, by division 1, has found 
rates on scrap iron, from Huntington, W. Va., to Portsmouth, O., 
not unreasonable or otherwise unlawful. The rates just men- 
tioned were involved in the title complaint. That complaint, 
therefore, was dismissed. 

In the Silverstein case the Commission found the rates on 
scrap, from Charleston, W. Va., to Portsmouth, O., and Ashland, 
Ky., not unreasonable but unduly prejudicial to the extent they 
and the corresponding rates from Huntington to the same points, 
exceeded, exceed, or might exceed the corresponding rates con- 
temporaneously in effect from Huntington by more than 58 cents 
per gross ton to Ashland and 29 ceuts to Portsmouth. The Com- 
mission said the record would not support an award of repara- 
tion as for a violation of the third section. 


COAL COMPLAINT DISMISSED 

The Commission, by division 1, has dismissed No. 18514, 
Acme Coal Co. et al. vs. Baltimore & Ohio et al., mimeographed, 
finding the rates on bituminous coal, from the Monongah, Short 
Line, and Clarksburg districts in West Virginia, to Buffalo, 
N. Y., and points taking the same rates not unduly prejudicial, 
as alleged. Commissioner Lewis wrote the report. 

Complainants alleged that the rates maintained by the 
Baltimore & Ohio unduly prejudiced them and unduly preferred 
the operators in the Fairmont and Opekiska districts in West 
Virginia to the extent their rates exceeded those from the dis- 
tricts alleged to be preferred. The Pennsylvania, Monongahela, 
Pittsburg & Shawmut, B. R. & P., P. & L. E., New York Cen- 
tral, Monongahela Coal Operators’ Association, Central Penn- 
sylvania Coal Producers’ Association, Pittsburgh Northern Coal 
Rate Committee, W. J. Rdiney, Inc., Fayette-Green Coal Pro- 
ducers’ Association, Westmoreland Coal Co., and some Buffalo 
consuming interests intervened, in opposition, the Buffalo in- 
terests particularly in opposition to any extension of the Con- 





nellsville district, which is what they construed the complaint 
to desire. 

The report said that the record showed that practically no 
shipments were made from the alleged preferred districts to 
Buffalo. In dismissing the complaint the Commission applied 
the principle laid down in many cases that it would not break 
up a group where it had not been made to appear that the 
party seeking such action was actually damaged by discrimina- 
tion which resulted from the group rates. 


CABBAGE AND POTATO RATES 


The Commission, by division 3, on reconsideration, has 
modified its finding in the former report, 128 I. C. C. 225, in No. 
17856, Leonard, Crosset & Riley vs. Santa Fe et al., and fourth 
section applications considered in the original report, mimeo- 
graphed. The original report found the rates on cabbage and 
potatoes, each in carloads, from the lower Rio Grande Valley of 
Texas to Cincinnati unreasonable and unduly prejudicial to the 
extent therein indicated. Upon reconsideration the Commission 
has found them not unreasonable or unduly prejudicial, prior 
to November 27, 1923, but that on and since that day that they 
have been unreasonable and unduly prejudicial to the extent 
they exceeded, exceed, or may exceed 78 cents from Corpus 
Christi and Robstown and 89 cents from the other points of 
origin involved, subject to the governing classification minima. 
The Commission said that inasmuch as the rates found reason- 
able were prescribed in Consolidated Southwestern cases, 123 
I. C. C. 203, no order for the future was necessary. Reparation 
was awarded. 


CINCINNATI COAL DEMURRAGE 


The Commission, by division 1, in No. 17791, Union Gas & 
Electric Co. vs. Chesapeake & Ohio, mimeographed, has modi- 
fied the finding made in the original report, 126 I. C. C. 566. 
In the original report the Commission found that demurrage 
charges on inbound coal detained at Cincinnati had accrued 
under the provisions of the uniform demurrage code applicable 
upon public delivery tracks, and dismissed the complaint. That 
finding, the report said, was based upon the conclusion that the 
defendant’s yard tracks upon which the cars were placed fol- 
lowing their arrival were public delivery tracks, within the 
meaning of the demurrage code rules, and that therefore de- 
murrage accrued on all cars held after the expiration of the free 
time, computed as provided for in the rule. 

On further consideration the Commission came to the con- 
clusion that the matter should be governed by the practices 
peculiar to the delivery of coal on the Chesapeake & Ohio tracks 
in Cincinnati. In disposing of the case, it said: 


We find that the accrual of the disputed demurrage was governed 
by the provisions of the note to rule 3, section E. In view of the 
existing arrangement and the practice following, we are of opinion 
and further find that the requirements of those provisions were sub- 
stantially met by such definite information of placement which reached 
complainant as enabled it to take the steps necessary to safeguard 
its interests and avoid demurrage charges. From the first 7:00 a. m. 
after knowledge of placement was acquired by complainant and con- 
firmed by check against defendant’s station records or after notice 
of placement was sent by defendants to complainant, whichever was 
done or was prior in time the car detention is to be considered to 
have begun. ur prior nw is modified accordingly. The disputed 
charges should be adjusted in the light of the foregoing findings. 
Refunds otherwisé due should also be promptly made. 

The complaint will be dismissed, but if such adjustment can not 
be agreed upon within a reasonable time the matter may be brought 
to our further attention by appropriate petition. 


G. & S. |. RELIEF ON LIME 


The Commission, by division 1, in a supplemental report 
written by Commissioner Lewis, in I. and S. No. 2874, lime 
between southern points, mimeographed, has modified the find- 
ings in the original report, 129 I. C. C. 635, so as to deny fourth 
section relief to the Gulf & Ship Island on any basis other than 
that which is accorded, on lime, to trunk lines. That relief is 
granted in supplemental fourth section order No. 9627. The 
prior relief was of the sort that was given to weak and short 
lines. The Illinois Central which now controls the Gulf & Ship 
Island objected to the modification. Mr. Lewis said, after an- 
nouncing the denial of the special rate treatment and relief 
granted in the original report, that no reason appeared why the 
Gulf & Ship Island should not be accorded the same fourth sec- 
tion relief as was accorded to the trunk lines by fourth section 
order No. 9293. 


SUGAR FROM TEXAS PORTS 


The Commission, by division 3, in a report written by Com- 
missioner Campbell, in I. and S. No. 2891, sugar, import and 
coastwise, from Texas gulf ports to Oklahoma, mimeographed, 
has found not justified, the proposed schedules on import and 
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coastwise sugar, from Texas and Louisiana ports, without prej- 
udice, however, to the filing of new schedules in conformity 
with the findings herein. This report also covers I. and S. No. 
2924, import and coastwise rates on sugar from New Orleans to 
Oklahoma. The Commission found that the carriers had justi- 
fied a revision embodying rates not in excess of those on the 
bases prescribed in Consolidated Southwestern Cases, 123 I. C. 
C. 203, on domestic sugar from the Louisiana and Texas ports to 
Oklahoma destinations, plus the loading and handling charges 
at the ports for application on sugar in import and coastwise 
movement. 


TEXTILE MACHINERY RATE 


The Commission, by division 3, in No. 18825, Alexander 
Smith & Sons Carpet Co. vs. Director-General, as agent, opinion 
No. 12739, 132 I. C. C. 593-5, has found inapplicable the rate 
charged on a shipment of textile machinery, knocked down, 
from Philadelphia, Pa., to Nepperhan, N. Y., in February, 1918, 
and has awarded reparation. The Commission found the rate 
inapplicable to the extent it exceeded 30 cents per 100 pounds 
based on the weight of the shipment, 5,100 pounds. 


RATES FOUND UNREASONABLE 


The Commission, by division 4, in No. 17004, Chemical Lime 
Co. et al. vs. Bellefonte Central et al.; No. 17005, Same vs. 
Akron, Canton & Youngstown et al.; and No. 17217, George 
C. Meyer et al. vs. Bellefonte Central et al., mimeographed, 
has found unreasonable and unduly prejudicial rates on a 
variety of commodities, including coal from Pursglove, W. Va., 
from all points of origin to Chemical Lime Centre and State 
College, Pa., to the extent that they exceed the rates to Belle- 
fonte, Pa. The last mentioned place is the junction point of 
a branch line of the Pennsylvania and the Bellefonte Central, 
the latter an independent short line. Rates to and from the 
Bellefonte Central points are combinations on Bellefonte, the 
latter a point in the Baltimore rate group. 

No. 17005, involving rates on crushed and fluxing stone, was 
dismissed. 

The order requires the establishment of the Bellefonte rates 
not later than February 25 to destinations on the Bellefonte 
Central from all interstate origin points. Reparation was denied. 


ROOFING MATERIALS, ETC. 


The Commission, by division 1, in a report written by Com- 
missioner Taylor, in No. 17360, B. F. Nelson Manufacturing 
Co. et al. vs. Ahnapee & Western et al., mimeographed, has 
found unreasonable the rate on roofing and building materials 
from Twin Cities to Cincinnati, to the extent that it exceeds 
33 cents. That rate is to be established not later than March 15. 

The report in this case is part of the report in No. 17170, 
American Tar Products Co. et al. vs. Santa Fe et al., and com- 
plaints joined with it. All except the Nelson case were dis- 
missed, the Commission finding the rates involved not unrea- 
sonable nor unlawful except as to shipments involved in No. 
17123, Benson Bros. Lumber Co. et al. vs. Santa Fe et al., on 
which rule 77 was ignored. 

Commissioner McManamy, concurring in all except the 
Nelson case, called attention to the fact that, in that case, the 
rate prescribed from Twin Cities to Cincinnati was 6.5 cents 
higher than the rate approved for application in the opposite 
direction in Building and Roofing Paper from Indiana and Ohio, 
7 4. oc. C. oe. 

This collection of cases involved rates on the materials men- 
tioned to Western Trunk Line territory and beyond. 


BULKY REPARATION ORDER 


An impressive looking order of reparation has been entered 
by the Commission in No. 9977, Chicago Live Stock Exchange 
vs. Santa Fe et al., and No. 12614, Same vs. Director-General, 
Santa Fe, et al., carrying into effect the findings made in its 
original report, dated February 11, 1919, and its reports, on 
further hearing, dated July 15, 1920, and June 2, 1925. The 
awards cover 55 pages of long typewritthg paper and run against 
a list of railroads and Andrew W. Mellon, Director-General, as 
agent, filling another long page. The reparation is on account 
of unreasonable rates on live stock and the awards run to 
members of the stock exchange for whom the exchange was 
acting as the agent. Many of the awards are for as little as 
25 cents. One award of that amount runs against the Union 
Stock Yards & Transit Company and the Soo Lines, the stock 
yards railroad being one of the defendants named in every 
award. A few awards are for sums of $1,000 or more. 


CHICAGO SWITCHING RATES 


About 300 Chicago shippers assembled at the Palmer House 
January 4 at the call of the Chicago Shippers’ Conference Asso- 
ciation to discuss matters connected with the hearing in docket 
19610, switching rates in the Chicago switching district, set for 
January 11, at Chicago, before Commissioner Campbell and 
Examiners Faul and Wilbur. 
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W. J. Hammond, traffic manager of the Inland Steel Com- 
pany, said there were three fundamental principles on which 
all Chicago shippers should present a united front, as follows: 
(1) Preservation of the Chicago switching district as it is; 
(2) rentention of the Lowry basis of making rates within the 
district, which spreads the same rate over all commodities, 
with a few exceptions, within the district; (3) a competent 
analysis of the carriers’ cost studies to forestall any higher 
level of rates than is reasonable or than applies in any other 
similar industrial area. 

It was suggested that some attention should be given to 
the question of relating rates within the district to line-haul 
rates in the preparation of testimony, and, in response to a 
question as to what had been done in that connection, Luther 
M. Walter, who has been retained as counsel to represent all 
shippers in the district, said they were prepared to fight any 
increase in the level of the rates until it was justified, but 
that the question of relating rates within the district to those 
to or from points immediately beyond would have to be handled 
on the basis of individual commodities by the persons inter- 
ested, as any particular break or step-up in rates as between 
the district and outside did not of itself constitute prejudice 
and each individual situation of that sort would have to be 
dealt with in detail. 

The opinion was expressed that a further hearing would 
have to be held following the one to begin January 11, as the 
carriers were said not to have completed their cost studies. It 
was insisted that the shippers could not possibly proceed with 
the presentation of their case until they had seen all the car- 
riers’ figures. 


HOCH-SMITH COTTON HEARINGS 


The Commission has given notice of a modification of its 
plans for hearing in No. 17000, part 3, cotton, and the cases 
joined with and constituting part of the general investigation. 
Its notice on the subject says: 


Hearing in the above entitled proceedings now assigned at Los 
Angeles, Calif., on January 11, 1928, is hereby canceled and the pro- 
ceedings are assigned for hearing as follows: 

Before Examiner G. H. Mattingly at the California Railroad Com- 
mission Rooms, Sun-Finance Building, Los Angeles, Calif., at 10 
o’clock A. M., on February 27, 1928. 

This hearing is assigned particularly for the purpose of receiving 
evidence with respect to Docket No. 19180, California-Arizona Cotton 
Association vs. A. T. & S. F. Ry. Co., et al. The carriers will be 
expected to present at this hearing such of their evidence as relates 
peculiarly to the issues raised by the complaint in that docket. 

Before Commissioner Thomas F. Woodlock and/or Examiner G. H. 
Mattingly at the St. Charles Hotel, New Orleans, La., at 10 o’clock 
A. M. on March 15, 1928. 

This hearing is for the purpose of receiving the evidence of all 
had - — carriers, those east of the Mississippi River to be 

ear rst. . 


TARIFF SCHEDULE WAS UNLAWFUL 


The Commission has quashed I. and S. No. 3006, grain and 
grain products from western points to C. F. A. territory by 
rejecting supplement No. 7 to Chicago, Burlington & Quincy 
I. C. C. No. 16717, as being unlawful. That was the schedule 
which was suspended by order of December 12 for the statutory 
period of seven months. After the suspension order was issued 
it was found that the tariff did not conform to the requirements 
of the law and the Commission’s regulations thereunder. It 
was returned to the carrier on December 23. That left nothing 
for the suspension order to operate upon. Therefore that order 
has been vacated and set aside. 


INTRASTATE REPARATION 


The Commission, in Ex Parte 88, reparation on intrastate 
traffic, has approved orders of reparation issued by the Cali- 
fornia commission in No. 2242, Union Oil Company of California 
vs. Southern Pacific, on gasoline moving from Ora or Coalinga 
to Aurora, Calif., in the so-called guaranty period; also in No. 
2234, Union Oil Company vs. Southern Pacific, on fuel oil from 
Oleum to San Rafael, Calif.; and of the Wisconsin commission 
in No. R-2765, Park Mills Lumber Company vs. Chicago, St. 
Paul, Minneapolis.& Omaha, on account of logs moving from 
Park Fall to Rice Lake, Wis.; also in No. R-2926, Same vs. 
Same, on logs from Grand View to Rice Lake, Wis. 


DEWBERRIES ARE INCLUDED 


The Commission has broadened No. 18187, transportation of 
strawberries in carload lots from Florida, Georgia, Alabama, 
North Carolina, South Carolina, and Virginia points to points 
in Official Classification territory, so as to include the trans- 
portation of dewberries from the Carolinas to the same territory 
of destination. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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LOCOMOTIVE CRANE RATES 


A finding of inapplicability and an award of reparation 
have been recommended in No. 19867, Manly Construction Com- 
pany vs. Big Four et al., by Examiner J. H. Smith, as to the 
rates charged on locomotive cranes and parts, from Champaign, 
Ill., to Umatilla, Fla., and from Elyria, O., to Tampa, Fla. The 
question was as to the applicability of the class N rates beyond 
Jacksonville, Fla., on the cranes as “machinery and machines,” 
the complainant contending that the class N rates were ap- 
plicable and the carriers contending for a higher rate basis 
used by them. The examiner said the Commission should find 
that the class N rates were applicable and award reparation to 
that basis. The report also covers No. 19870, Brown Hauling 
& Rigging Company, Inc., vs. Atlantic Coast Line et al. 


PROCESSED SAND RATES 


Examiner W. J. Harris, in No. 18805, Permutit Company 
vs. Central of New Jersey et al., says the Commission should 
find unreasonable the rates and ratings on sand processed for 
water filtering or softening, in carloads, from Birmingham, 
N. J., to destinations in Official and Western Classificafion ter- 
ritories, prescribe new ones, and award reparation. Harris 
says the Commission should find the assailed rates were, are 
and for the future will be unreasonable to the extent they ex- 
ceeded, exceed or may exceed sixth class in Official and class C 
in Western territories, subject to a minimum of 40,000 pounds. 


STEEL TANK MATERIAL RATES 


Examiner C. H. Peck, in No. 18293, Texas Pacific Coal & 
Oil Company vs. Gulf, Colorado & Santa Fe et al., has recom- 
mended that the Commission find unreasonable the carload 
rates on steel tank material from Ranger and Marston, Tex., 
to Wynnwood, Byng and Bristow, Okla., to the extent they ex- 
ceeded, exceed or may exceed those prescribed in Consoli- 
dated Southwestern Cases, 123 I. C. C. 203, prescribe the rates 
named in that case for the future and award reparation. Com- 
plainant, the examiner said, sought reparation and rates for 
the future to the basis prescribed in Memphis-Southwestern In- 
vestigation, 77 I. C. C. 473. 

Defendants opposed the prescription of rates on the pro- 
posed basis, contending that the movement of tank material 
from one oil field to another was irregular and sporadic, that 
it was not comparable to the movement from producing or dis- 
tributing points and that for that reason fifth class rates were 
the normal basis. The movement in this case was from one 
field to another and not from supply houses or producing points. 
Defendants further contended that owing to the competitive 
influence of the Mississippi River the commodity rates on iron 
and steel between points considered in the Memphis-South- 
western case were subnormal; that the rates prescribed were 
designed to remove undue prejudice and maintain the existing 
rate level as a whole. They therefore argued that the Mem- 
phis-Southwestern scale was not a reasonable maximum scale 
and was too low for application between Texas and Oklahoma. 

The examiner said that the Prairie Pipe Line Company vs. 
A. W., 132 I. C. C. 56, prescribed the rates made in Consolidated 
Southwestern Cases and that the record in this case warranted 
a similar finding. 


REFINED OIL RATES 


Dismissal of No. 19604, Carpenter Oil Company vs. Santa 
Fe et al., and a sub-number, Forest Lake Oil Company vs. Same, 
has been recommended by Examiner W. R. Brennan, on a find- 
ing that the rates charged on gasoline, kerosene and refined 
oil, from midcontinent groups to Forest Lake and Hugo, Minn., 
prior to April, 1927, were applicable and not unreasonable. 


FRESH PEACH RATE 


Examiner J. H. Smith has advised the Commission to dis- 
miss No. 19893, Joseph Gentile Company vs. Central of Georgia 
et al., on a finding that the rate on one carload of fresh peaches, 
shipped in 1925 from Summerville, Ga., to Cincinnati, O., thence 
reconsigned to Jamestown, N. Y., was not unreasonable or oth- 
erwise unlawful. 


FIRE BRICK RATES 


Examiner J. M. Fiedler has recommended the dismissal of 
No. 18915, Westmoreland Brick Company et al. vs. Pennsyl- 
vania et al., on a finding that the rates on fire brick, carloads, 
from Hunker and Lathrobe, Pa., to destinations in central ter- 
ritory, are not unreasonable, unjustly discriminatory or unduly 
prejudicial. The report also covers a sub-number, McFeely 


Proposed Reports in I. C. C. Cases 
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Brick Company vs. Pennsylvania et al. The destination terri- 
tory covered by the complaints was West Virginia, Ohio, Ken- 
tucky, Indiana, Michigan, Illinois, Wisconsin, and points in 
Pennsylvania reached via interstate routes. The rates were 
alleged to prefer, unduly, competitors at Hays and Templeton, 
Pa., Portsmouth, O., St. Louis, Mo., and other brick producing 
points in Pennsylvania and central territory. 


CRUSHED STONE RATE INAPPLICABLE 


A finding of inapplicability and an award of reparation have 
been recommended by Examiner Riley A. Gwynn, in No. 
19927, Cameron, Joyce & Co. vs. Toledo, Peoria & Western et al., 
as to a rate charged on crushed stone, from Linwood, Ia., to 
Mapleton, Ill., shipped in the fall of 1924. By applying the 
rule laid down in the Sligo Iron Store case, 62 I. C. C. 6438, and 
73 I. C. C. 551, the examiner said the Commission should find 
that the applicable rate was $1.21 per net ton and award rep- 
aration to that basis, to be paid by the Toledo, Peoria & Western. 


HORSE AND MULE RATES 


Examiner Horace W. Johnston, in No. 19508, Galesburg 
Horse & Mule Co. et al. vs. Santa Fe et al., says the Com- 
mission should find unreasonable the rates on horses and mules, 
carloads, from designated points in Oklahoma and Texas to 
Galesburg, Ill., prescribe new ones and award reparation. The 
case covered shipments made since January 15, 1926. The ex- 
aminer said the Commission should find the rates unreasonable 
to the extent they exceeded, exceed, or might exceed the rates 
for the same distances prescribed in Horse and Mule Rates 
in the Southwest, 1924, 93 I. C. C. 479, prescribe them for the 
future and award reparation to designated complainants and 
interveners. 


WOODPULP BOARD RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. H. Smith in No. 19969, 
Robert Gaylord, Inc., et al. vs. Chicago, Milwaukee & St. Paul 
et al., as to a rate, fifth class, of 53.5 cents, on 94 carloads of 
woodpulp board, shipped in 1925, from Ontonagon, Mich., to 
St. Louis, Mo. After the shipment moved a rate of 30.5 cents, 
on a minimum of 40,000 pounds, was established. This case 
was presented under the shortened procedure. No reply memo- 
randum of facts was submitted by the defendants, said the ex- 
aminer, to the memorandum of facts and argument submitted 
by the complainants. Smith said the Commission should find 
the assailed rate unreasonable to the extent it exceeded the 
subsequently established rate of 30.5 cents. 


COPPER AND ASBESTOS GASKETS 


Examiner John J. Crowley, in No. 19412, Victor Manufac- 
turing & Gasket Co. et al. vs. Aberdeen & Rockfish et al., has 
recommended that the Commission find not unreasonable or 
otherwise unlawful, the second class any-quantity rating on 
gaskets made of copper and asbestos combined, except that, in 
Official Classification, second class rating is unduly prejudicial 
to the extent that it is higher than the ratings on gaskets made 
wholly of copper or asbestos. He said that the undue preju- 
dice should be ordered removed and reparation denied. The 
examiner said that no proof of damage resulting from the undue 
prejudice and preference had been shown. Ratings in the three 
classification territories were attacked by complainants. 


COARSE GRAIN VIA MEMPHIS 


In No. 19454, Embry E. Anderson et al. vs. Abilene & South- 
ern et al., Examiner T. K. Carpenter said the Commission should 
find not unreasonable but unduly prejudicial the rates on coarse 
grain and sorghum grain, from Texas to Mississippi, Alabama, 
Georgia, South Carolina and Florida, via Memphis, Tenn., and 
order the removal of the undue prejudice. The complaint al- 
leged the rates unduly preferred Fort Worth and other Texas 
points, New Orleans, La., Vicksburg, Jackson and Meridian, 
Miss. In disposing of the case, Carpenter said: 


Upon this record the Commission should find that the rates as- 
sailed have not been shown to be unreasonable, that the maintenance 
by defendants of lower rates from Texas, except from points on 
the Southern Pacific and Gulf Coast lines, via New Orleans than 
via Memphis to points in Mississippi on and north of the line of 
the Yazoo & Mississippi Valley, Vicksburg to Meridian, subjects Mem- 
phis to undue prejudice and unduly prefers New Orleans; that the 
maintenance by defendants of lower rates from Texas, except from 
points on the Southern Pacific and Gulf Coast lines, via New Orleans 
and Vicksburg than via Memphis to destinations in southeastern ter- 
ritory, east of the Mississippi-Alabama state line and on and south 
of the Southern Railway from the said state line through Melbourne 
and Birmingham, Ala., Atlanta and Spartanburg to the North Caro- 
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lina state line, subjects Memphis to undue prejudice and unduly pre- 
fers New Orleans and Vicksburg. 
PETROLEUM PRODUCTS RATES 


In a proposed report on No. 18975, W. G. Head vs. Santa Fe 
et al., and No. 18878, R. E. Levers vs. Same, Examiner W. H. 


Smith has recommended that the Commission find not unrea-, 


sonable the rates on refined oil, fuel oil and distillate from vari- 
ous points in the midcontinent field, to Clovis and Roswell, 
N. M.; that it find umreasonable rates on refined oil from El 
Dorado, Kans., Ponca City, Okla., and Wichita Falls, Tex., to 
Roswell, and from Electra, Tex., to Carlsbad, N. M., to the extent 
they exceeded or might exceed, after August 6, 1926, 65 cents to 
Roswell and 73 cents to Carlsbad; that it find the rate on distil- 
late from Ponca City to Clovis unreasonable to the extent it 
exceeded the subsequently established rate of 41.5 cents; that 
the rates on refined oil from Amarillo, Tex., to Clovis were, are 
and will be unreasonable to the extent they exceeded, exceed 
or might exceed 35 cents; that a rate of 72 cents on refined oil 
from Amarillo to Roswell was unreasonable to the extent it 
exceeded the subsequently established rate of 45 cents; and 
that a rate of 33 cents on distillate from Amarillo to Clovis was 
unreasonable to the extent it exceeded the subsequently estab- 
lished rate of 20.5 cents. The examiner recommended reparation 
to the bases indicated and the issuance of suitable orders for 
the future. 


REPARATION ON BROKEN GLASS 


A finding of unreasognableness and an award of reparation 
have been recommended by Examiner Riley A. Gwynn, in No. 
19406, Liberty Glass Company et al. vs. Chicago, Milwaukee & 
St. Paul et al., as to the rates and charges thereunder, on cullet, 
carloads, from Chicago, Ill., St. Louis and Kansas City, Mo., to 
Poteau, Okla. The complaint alleged the rates on this broken 
glass between December 21, 1923, and February 26, 1926, were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
Reparation only, the examiner said, was sought. The examiner 
said the Commission should find the rates were unreasonable to 
the extent they exceeded 21 cents from Kansas City, 24 cents 
from St. Louis and 33 cents from Chicago, minimum 60,000 
pounds, and award reparation on shipments not barred by the 
statute of limitations. 


GLASS SAND RATES 


Examiner William A. Maidens, in No. 19443, Merchants’ and 
Manufacturers’ Traffic Bureau (Muskogee, Okla.) et al. vs. Kan- 
sas, Oklahoma & Gulf et al., has recommended that the Com- 
mission find unreasonable but not unduly prejudicial, the rates 
on glass sand, from Pacific, Mo., and Guion, Ark., to Sapulpa 
and Okmulgee, Okla., prescribe new ones on the basis of the 
scale prescribed in Memphis-Southwestern Investigation, 77 I. 
C. C. 473, and award reparation to that basis. The report also 
covers a sub number, Same vs. Same. 


DECORATED TIN PLATE RATE 


Examiner George C. Clarke, in No. 19682, Vacuum Oil Co. 
vs. Pennsylvania et al., said the Commission should find un- 
reasonable the fourth class rate of 34 cents charged on 163 
carloads of decorated tin plate, received by the complainant 
since April 27, 1925, from Baltimore, Md., at Bayonne, N. J., to 
the extent that it exceeded, exceeds or might exceed 23 cents 
and award reparation. A commodity rate of 19 cents, on a 
minimum of 36,000 pounds, was sought. The decorated plate 

. is used in making one and five-gallon oil cans. 


CULLET RATES UNREASONABLE 


A finding of unreasonableness, an award of reparation and 
an order for the future have been recommended by Examiner 
J. J. Williams in No. 19560, Berney Bond Glass Co. vs. Boston 
& Albany et al., as to sixth class rates on cullet, from points in 
Massachusetts, Connecticut, New York, New Jersey, Maryland 
and Pennsylvania, to Clarion, Pa., and the shipments there- 
under. The rates were also alleged to be unduly preferential of 
competitors of the complainant. The examiner said the rates 
should be found not unduly prejudicial but unreasonable to the 
extent they exceeded, exceed, or might exceed the rates on 
cullet to Sutton and Summerville, Pa. Clarion is on a short 
line while Sutton and Summerville are on trunk lines. 


MINIMUM ON PEA BASKETS 


Examiner Riley A. Gwynn has recommended the dismissal 
of No. 19934, American Crate & Basket Co. vs. Santa Fe et al. 
on a finding that the minimum weight applied on pea baskets 
or hampers, in carloads, from Denver, Colo., to Nogales, Ariz., 
in December, 1926, was not unreasonable, as alleged. 


CABBAGE AND TOMATO RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Albert A. Mattson, in No. 
19751, Joseph M. Vinci vs. Big Four et al., as to the carload rates 
on fresh cabbage from Natchez, Crystal Springs and Foster, 
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Miss., and on wrapped fresh tomatoes, from Natchez, to Indi- 
anapolis, Ind. He said the Commission should find the rates on 
cabbage unreasonable to the extent they exceeded 70.5 cents 
and on tomatoes to the extent they exceeded 90 cents. The 
rates were combinations in excess of joint rates to more distant 
points. The carriers were willing to make reparation. 


PIPE AND WELL SUPPLY RATES 


Examiner W. K. Berryman, in No. 17386, Hiram C. Wilson 
vs. Santa Fe et al., said the Commission should find unreason- 
able the rates on two carloads of wrought iron pipe and one 
carload of oil well supplies, shipped in 1925 and 1926, from 
Kellyville and Depew, Okla., to Alamota, Kans., to the extent 
they exceeded 60 and 61 cents on the pipe from Kellyville and 
Depew, respectively, and 72 cents on the oil well supplies. 
Reparation was recommended. On account of the rates pre- 
scribed in Consolidated Southwestern Cases, 123 I. C. C. 203, the 
examiner said no order for the future was necessary in this 
case. 


SAND RATE CHARGED INAPPLICABLE 


Examiner Burton Fuller, in No. 19772, Columbia Sand Co., 
Inc., vs. Seaboard Air Line et al. has recommended that the 
Commission find that a combination of 203 cents per net ton 
applied on sand, from Dixiana (Powell’s Switch), S. C., to Al- 
mond, N. C., in 1926, was inapplicble and that the applicable 
combination was 173 cents. He said refund should be made 
promptly to the party entitled to receive it. The question in the 
case was as to the applicability of the rule for making rates by 
combination. 


SOFT COAL RATES 


In No. 19799, Middle Creek Coal Co. et al. vs. Baltimore & 
Ohio et al., Examiner Frank C. Weems said the Commission 
should find not unreasonable but unduly prejudicial the rates on 
bituminous coal, from mines of the Middle Creek Railroad to 
interstate destinations to the extent they exceed or may exceed 
the rate contemporaneously maintained by the Baltimore & 
Ohio from Hartland, W. Va., the junction point of the Middle 
Creek, an independent short line, and the Baltimore & Ohio. 


RATES ON CORNERED BILLETS 


Attorney-Examiner George M. Curtis, in No. 19776, Carnegie 
Steel Co. et al. vs. Pennsylvania et al., a sub-number thereunder, 
Interstate Iron & Steel Co. vs. Chesapeake & Ohio et al. and 
No. 19771, Central Alloy Steel Corporation vs. Same, says the 
Commission should find unreasonable and unduly prejudicial the 
class rates on standard and less than standard lengths of square, 
round-cornered iron and steel billets, in mixed carloads, to the 
extent they exceed applicable commodity rates on billets weigh- 
ing 150 pounds and over in straight carloads and award repara- 
tion. The complaint alleged the class rates were inapplicable 
but Curtis said the Commission should find that they were ap- 
plicable but that the class rates were unreasonable and unduly 
prejudicial to the extent indicated. 


CONNELLSVILLE EXTENSION 


C. V. Burnside, as assistant director of the Bureau of Finance, 
in a proposed report in finance No. 6229, has recommended 
denial of the application of the Pittsburgh & West Virginia 
for authority to construct an extension from Cochran’s Mill to 
Connellsville, Pa., known as the Connellsville extension. The 
finding should be without prejudice to a renewal of the appli- 
cation in connection with proceedings involving the general 
questions of consolidation in eastern territory, he said. 


M. C. & E. CONSTRUCTION CASE 


Examiner O. D. Weed, in finance No. 6424, proposed con- 
struction of line by Mound City & Eastern Railway Company, 
has recommended that the Commission find that the present 
and future public convenience and necessity require the con- 
struction and operation, by the applicant, of a line in Campbell 
and McPherson counties, S. D., extending from Mound City 
through Long Lake to Leola, between 66 and 70 miles long. 
Weed said the Commission should grant the request for permis- 
sion to retain excess earnings. 

’ Opposition to the grant of a certificate was made by the 
Great Northern and the Soo Line but, according to the report, 
the former did not appear at the hearing to press its objections. 
The South Dakota commission, which had already issued certi- 
ficates authorizing the construction of segments of the line, rec- 
ommended the grant of a certificate by the federal body, for 
which it conducted a hearing. 

Weed said that it would probably be preferable that one: of 
the carriers now serving that territory should build the pro- 
posed line, thereby obviating the necessity for a new and weak 
company, With its attendant organization and overhead expense. 
Apparently, however, he said, neither of the lines that had ob- 
jected wanted to build the line. As collectively they got all the 
traffic of the territory, he said, they naturally preferred to have 
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the farmers haul their produce to the existing lines. Weed fur- 
ther said it appeared that the benefit to the farming and business 
interests of the territory to be served which might be expected 
from the proposed railroad outweighed the injury which might 
result to the Soo and Great Northern and to the business inter- 
ests of the towns and communities on the lines of those rail- 
roads. He said it was believed that the prosperity of the 
farmers and communities to be served by the new line would 
be much increased thereby and that the interests adversely af- 
fected would receive compensating benefits from the increased 
prosperity which would in part offset the direct loss sustained. 

Weed said the grant should be subject to the proviso that 
the construction be not begun until application for permission 
to issue the necessary securities had been made to and ap- 
proved by the Commission, such application to be made within 
six months from the date of the issuance of the certificate rec- 
ommended by him. 

The examiner discussed the suggested plan for financing the 
new line, pointing out that while the new road and equipment 
would cost only about $1,030,000, the proposition was to issue 
$1,300,000 of securities. He thought the proposed bond issue 
too large and suggested that if the proposed bond issue were 
limited to one-half the amount of the investment in road and 
equipment, the prospective earnings would show a margin of 
safety more in keeping with the traffic uncertainties of a new 
line of railroad. 


S. P. ACQUISITION OF LINE 


The Commission, by division 4, in finance No. 6521, acquisi- 
tion of line by Southern Pacific Co., has authorized that com- 
pany to acquire and operate in interstate commerce a line of 
railroad extending from Truckee to Tahoe, Calif., a distance of 
14.6 miles, together with spurs, sidings, etc., aggregating 2.4 
miles. The line to be acquired is that of the Lake Tahoe Rail- 
Way & Transportation Company. The Southern Pacific was 
authorized in June, 1925, to acquire control of the line by lease. 
The report said the present proposal to acquire the line arose 
out of the Southern Pacific’s decision to exercise an option on 
the property. Commissioner Eastman, dissenting, said: 


5 

In my judgment we are not empowered to authorize what is here 
proposed. Paragraph (18) of section 1 of the interstate commerce 
act provides in part that no carrier subject to the act shall “acquire 
or operate any line of railroad or extension thereof’’ until there shall 
first have been obtained from us “‘‘a certificate that the present or 
future public convenience and necessity require or will require the 
construction, or operation, or construction and operation, of such 
additional or extended line of railroad.’’ Here the Southern Pacific 
is already operating the line of railroad in question, so that the certifi- 
cate sought must apply to acquisition only. From the above quotation 
it appears that any certificate that we may issue under a (18) 
can relate only to construction, or operation, or both, and not to 
acquisition. Passing over that objection, however, the language of 
paragraph (18) relating to the matter of acquisition is of the most 
general character. Consolidations of the properties of carriers into 
a single system for ownership and operation are specifically provided 
for in section 5, and such specific provisions clearly have precedence 
over any general provision in another part of the act which may 
seem to deal with the same subject matter. Plainly, also, what is 
here proposed is a consolidation, in even a technical sense, of proper- 
ties theretofore in separate ownership “into one corporation for owner- 
ship, management, and operation.’’ The circumstances not being 
present under which such a consolidation can be authorized under 
the provisions of section 5, we are without power to authorize it 
under paragraph (18) of section 1. I may add that if we can authorize 
what is here proposed, we can authorize the consolidation into a 
single system for ownership and operation of the properties of any 


two J more carriers in the Country, however large those properties 
may be. 


BONDS OF M-K-T 


The Commission has condemned what it characterizes as 
“a colorable compliance” with the law with respect to members 
of a board of a carrier resigning temporarily in order to par- 
ticipate in the purchase of the carrier’s securities, in a report 
by division 4 in finance No. 6623, bonds of Missouri-Kansas-Texas 
Railroad Company. In this proceeding the Commission has 
authorized the carrier to issue and sell $13,600,000 of prior lien 
mortgage 4% per cent gold bonds, series D, at not less than 
97144 per cent of par and accrued interest, in connection with 
redemption of $12,894,577.50 of prior lien mortgage 6 per cent 
gold bonds, series C. Any proceeds remaining after redemption 
of the series C bonds will be taken into the applicant’s treasury 
and used for its corporate purposes. 

Subject to the Commission’s approval, the applicant arranged 
to sell the bonds to Kuhn, Loeb & Co., Ladenburg, Thalmann & 
Co., the National City Co., J. & W. Seligman & Co., and Hall- 
garten & Co., all of New York City, at 97% per cent of par and 
accrued interest. The report said the “proposed bonds” had 
been offered to the public at 99% and that on that basis the 
gross profits to the banking firms participating in the sale would 
be $340,000. Continuing, the Commission said: 


_ The record shows that at the special meeting of the board of 
directors held on November 25, 1927, and prior to its action authorizing 
the issue and sale of the bonds, three members of the board re- 
signed and three others were elected to fill the vacaneies. Two of the 
newly elected members were present, at once qualified, entered the 
meeting, and participated therein. Each of the members who re- 
signed from the board was also a member of some one of the banking 
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firms comprising the syndicate proposing to purchase the bonds. 
Another member of the board is associated with, but is said to have 
no interest in, one of the banking firms represented in the syndicate. 
Two of the three newly elected directors are either employed by or 
associated with some one of the banking firms, and the other is an 
officer of the applicant. None of them is shown by the applicant’s 
records to have in his name any shares of its capital stock. It is 
stated that the laws of the state of missouri under which the appli- 
came is organized do not require that directors shall also be stock- 
olders. 

Following the resignation of the three members of the applicant’s 
board and the election of their successors, the chairman of the board 
stated that he had been in negotiation with bankers who were willing 
to purchase the series-D bonds at a price to be agreed upon, and 
he submitted forms of two letters which he proposed to send to 
certain banking firms covering the terms of the sale and giving a 
description of the bonds. Among the firms to which the proposed 
letters were to be sent were three, each of which had as a member 
of the firm one of the directors who resigned. The board authorized 
the letters to be sent in the form submitted by the chairman, A 
special meeting of the board was held on December 12, 1927, which 
was not attended by the two newly elected directors who are em- 
ployed by or associated with one or other of the banking firms. At 
this meeting the minutes of the — ye of November 25, +1927, were 
approved and the action taken by the chairman in the final arrange- 
ment for the refunding of the series-C bonds, the sale of the series-D 
bonds, and the sending of the letters previously mentioned, was con- 
firmed and ratified. 

Paragraph (12) of section 20a of the interstate commerce act is 
in part as follows: 

“After this section takes effect it shall be unlawful for any 
officer or director of any carrier to receive for his own benefit, 
directly or indirectly, any money or thing of value in respect of 
the negotiation, hypothecation, or sale of any securities issued or 
to be issued by such carrier, or to share in any of the proceeds 
thereof, * ¢ 9%,” ’ 

Section 10 of the Clayton antitrust act provides: 

“That after two years from the approval of this act no common 
carrier engaged in commerce shall have any dealings in securities, 
to the amount of more than $50,000, in the aggregate, in 
any one year, with another corporation, firm, partnership or associa- 
tion when the said common carrier shall have upon its board of 
directors * * * any person who at the same time is a director, 
* * * or who has any substantial interest in such other corpora- 
tion, firm, partnership or association, unless and except such * * * 
dealings shall be with the bidder whose bid is the most favorable to 
such common carrier, to be ascertained by competitive bidding under 
regulations to be prescribed * * * by the Interstate Commerce 
Commission.” : 

Heavy penalties are prescribed for any violation of the foregoing 
provisions of the respective acts. : 

In connection with the instant application it has been repre- 
sented to us that the practice of having a member or members of a 
board of a carrier resign temporarily in order to participate in 
the purchase of the carrier’s securities is not uncommon, that it 
seems to have been acquiesced in by us, and that if the relation- 
ship is actually non-existent at the time of the consummation of the 
transaction it should not be questioned. We have no reason to be- 
lieve that such a practice has been or is common. Such a colorable 
compliance with the provisions of the statutes quoted should not 
be countenanced. 


CONTROL OF B. R. & P. BY D. & H. 


An inclination on the part of the Commission not to deal 
piecemeal with proposed unification of railroad properties in the 
eastern part of the country is indicated in the decision in finance 
No. 5656, control of the Buffalo, Rochester & Pittsburgh by the 
Delaware & Hudson, and in finance No. 6147, operation of line 
by Delaware & Hudson. (See Traffic World, December 31.) 

The majority said on the record presented the Delaware & 
Hudson had not established its claim that the acquisition of 
control of the B. R. & P. would be in the public interest. It 
then said: 


An additional reason for present disapproval of the proposed lease 
is apparent in the general problem of proper disposition of these 
roads incident to the grouping of lines in trunk line territory under 
the requirements of section 5 of the act. While we believe that these 
roads might advantageously form parts of a larger system connecting 
the Atlantic seaboard with the Great Lakes or the Mississippi Valley, 
the present record is not sufficiently comprehensive to warrant the 
practically permanent assignment of such important lines as parts of 
the same system. Nor is it a satisfactory answer to say that the 
lease could be terminated to meet future exigencies of consolidation. 
We do not feel that the situation can be protected properly by a con- 
dition such as that included in our order in Control of Central Pacific 
by Southern Pacific, 76 I. C. C. 508. The application in Finance 
Docket No. 5656 must be denied. 


Commissioner Woodlock, concurring, referring to the above 
paragraph, said he concurred in the denial of the applications 
solely for the reason given there. 

“It should be made plain that our denial is without any pre- 
judice whatsoever to resubmission of the application, wholly 
or in part, in connection with a more comprehensive proposal 
or proposals for grouping of carriers in eastern territory,” said 
he. 

Commissioner Lewis, concurring, after asking whether there 
had been a clear revelation of plans of proponents and raising 
a question as to the D. & H. proposal being a preliminary step 
in a plan for an extensive grouping of carriers into a system of 
transportation reaching from the Atlantic to the Mississippi or 
beyond, said there was no great urgency in this instance and 
that “there undoubtedly is to come before us the large question 
of the grouping of the carriers in this part of the country into a 
limited number of extensive systems.” ° 

“The problem should not be made more complex than it 
already is by approval of such proposals as this,” said Mr. 
Lewis. 

The D. & H., in No. 5656, sought authority to acquire con- 
trol, by lease, of the B. R. & P. A proposed report recommended 
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denial of the application. Later the D. & H., in finance No. 6147, 
asked authority to operate, under trackage rights, over the 
Pennsylvania railroad between Buttonwood and Dubois, Pa., to 
effect an actual connection between the D. & H. and the B. R. 
& P. As to the latter application the Commission held that in- 
asmuch as the application in No. 5656 had been denied that the 
trackage rights over the Pennsylvania were contingent on ap- 
proval of the lease in No. 5656, the application in No. 6147 would 
be denied. The New York Central and the Baltimore & Ohio 
opposed the granting of the applications. The D. & H. had an 
option to lease the B. R. & P. but this expired while the pro- 
ceedings were pending and was not renewed. 

The report said the only connections between the D. & H. 
and the B. R. & P. were those over the lines of other carriers, 
the distances being about 158 miles by the D. L. & W., 163 
miles by the Lehigh Valley, 198 miles by the Erie, 211 miles by 
the New York Central and 228 miles by the Pennsylvania. 

The majority said the contemplated union of the two lines 
would not restrict competition in any way, as the lines did not 
compete with each other; that the unified operation of the two 
lines would perhaps tend to stabilize their revenues, and that 
while economies through joint control might be important, esti- 
mates of the applicant in that regard were too optimistic. The 
majority also concluded that the advantages to be gained from 
the proposed lease were overestimated and that the proposed 
trackage agreement with the Pennsylvania lacked that element 
of permanence and stability that would be appropriate in a 
buttress for the lasting arrangement contemplated by the lease. 

Commissioner Meyer“wrote the following dissent, joined in 
by Chairman Esch and Commissioners Aitchison and Eastman: 


The record in these proceedings shows that the lines of the appli- 
cant and the Buffalo, Rochester & Pittsburgh are in no degree in com- 
petition but on the contrary are complementary; that for many years, 
at least, their operation as a single system would in all probability 
result in a better balanced traffic and a more complete use of facili- 
ties; that through such use and the consolidation of facilities and op- 
erations substantial economies would be realized; that the considera- 
tion proposed to be paid, taking into account the increase in net 
revenues that may reasonably be expected, is not excessive; and that 
there is nothing clearly unjust or unreasonable in the other terms or 
conditions of the proposed lease or trackage agreement. The in- 
terested shippers are in favor of the plan. With the inclusion of a 
condition similar to that in Control of Central Pacific by Southern 
Pacific, 76 I. C. C. 508, providing that the arrangements shall be held 
subject to termination by order of the Commission when found to in- 
terfere with any future development of consolidation plans under our 
jurisdiction, I am of the opinion that the applications should be 
granted. 


Commissioner Taylor, dissenting, analyzed the proposals of 
the D. & H. from the standpoint of “public interest” and “just 
and reasonable terms,” and found that they affirmatively met 
both tests. 


UNCONTESTED FINANCE CASES 


Finance No. 6392. Delaware Valley Railway Co. authorized to 
issue $45,000 of 6 per cent first mortgage bonds, $27,000 of said 
bonds or proceeds thereof to be used to retire $90,000 of outstanding 
first mortgage bonds, and $18,000 to be sold at par and the proceeds 
used for corporate purposes. 

Finance No. 6636. St. Louis, Brownsville & Mexico Railway Co. 
authorized to assume as assignee, obligation and liability in respect 
> I — of New Orleans, Texas & Mexico equipment trust cer- 
ificates. 

Finance No. 6630. New York, New Haven & Hartford authorized 
to issue from time to time 390,290 shares of common capital stock, 
par value $100 a share, for the purpose of having such stock avail- 
able for conversion of a like amount of 6 per cent debentures. 





FINANCE APPLICATIONS 


Finance No. 6450. Supplemental application of New Orleans, 
Texas & Mexico for authority to issue $5,989,000 of first mortgage 4% 
per cent gold bonds, series D, in lieu of a like amount of 5 per cent 
bonds heretofore authorized, and to sell $5,900,000 of the series D 
bonds at 95% per cent and accrued interest to Kuhn, Loeb & Co. 

Finance No. 6668. The Cleveland Union Terminals Co. asks au- 
thority to issue, and the New York Central, Nickel Plate and Big 
Four to guarantee $5,000,000 of first mortgage 4% per cent sinking 
fund gold bonds of series C, to discharge indebtedness to the pro- 
prietary companies for advances in connection with construction of 
station facilities at Cleveland. It is proposed to sell the bonds at 
not less than 98 per cent of par. 

Finance No. 6669. International-Great Northern asks authority 
to issue $5,518,000 of first mortgage 5 per cent gold bonds, series C, 
and to sell $5,500,000 of said bonds at 99% and accrued interest to 
Kuhn, Loeb & Co., and to pledge $18,000 of the bonds. 

Finance No. 6670. Wheeling & Lake Erie asks authority to issue 
and sell $894,000 of 5 per cent refunding mortgage bonds for purpose 
of taking up an equal amount of Wheeling division bonds. It is pro- 
es eg sell the bonds at not less than 94 per cent and accrued 
interest. 

Finance No. 6673. Seaboard Air Line asks authority to issue and 
pledge $1,241,500 of first and consolidated 6 per cent mortgage bonds in 
reimbursement of treasury for expenditures made or to be made for 
retirement of equipment trust obligations. 

Finance No. 6674. Seaboard Air Line asks authority to issue and 
pledge refunding mortgage bonds in reimbursement of capital ex- 
penditures amounting to $502,545.27, and to issue and pledge first 
and consolidated mortgage bonds in reinbursement of capital ex- 
penditures amounting to $507,860.85. 

Finance No. 6665. The Choctaw, Oklahoma & Gulf and Chicago, 
Rock Island & Pacific ask authority to abandon less than a mile of 
line in Oklahoma City, Okla., to construct in lieu thereof a line about 
7 miles long, and to construct a passenger station in Oklahoma City 
for the joint use of the Rock Island and the Frisco. 

Finance No. 6659. Joint petition of Southern Bell Telephone & 
Telegraph Co. and Watauga Telephone & Telegraph Co. for certifi- 
cate that proposed sale of properties, in Watauga county, N. C., 
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of latter to former will be of advantage to the public now served 
thereby and in the public interest. 

Finance No. 6660. Seaboard Air Line asks authority to issue 
nominally in reimbursement of cost to it_of the capital stock of the 
Charlotte Harbor & Northern Railway Co. not to exceed $5,225,000 
of first and consolidated 6 ned cent mortgage gold bonds. 

Finance No. 6661. Seaboard Air Line asks authority to issue and 
sell $7,500,000 of three-year 5 per cent secured notes, dated February 


* 1, 1928, at a price to be submitted to Commission for approval, and 


to pledge bonds therefor. 

Finance No. 6650. Joint application of Southern Pacific Co. and 
Texas and New Orleans Railroad Co. for approval and authorization 
of acquisition of control of the Texas Midland railroad under para- 
graph 2 of section 5 of the interstate commerce act, the Southern 
Pacific to purchase the stock, bonds and other indebtedness of the 
Texas Midland for $2,225,000, and the Texas and New Orleans to lease 
the property of the Texas Midland. 

Finance No. 6651. St. Louis-San Francisco asks authority to issue 
$4,000,000 of prior lien mortgage 5 per cent gold bonds, from time to 
time, and to pledge from time to time prior to December 31, 1928, 
$7,911,000 of prior lien mortgage 5 per cent gold bonds and $2,708,700 
of its prior lien mortgage 5% per cent gold bonds. 


FINAL VALUATION REPORTS 


Valuation No. 952, Erie & Michigan Railway & Navigation Co., 
opinion No. B-609, 133 I. C. C. 577-90, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $52,781, and property used but not owned, $33,800, 
as of June 30, 1917. 

Valuation No. 106, Chicago, Milwaukee & Gary, opinion No. 
B-610, 133 I. C. C. 591-3, final value, for rate-making purposes, of the 
property owned and used for common carrier purposes, found to be 
$2,789,475, and of property used but not owned, $499, as of June 30, 
1915. This report was on consideration of the carrier’s protest, the 
original report having been made in 114 I. C. C. 16. No change was 
made in the figures by reason of the consideration of the protest. 

Valuation No. 233, Williamson & Pond Creek, opinion No. B-608, 
133 I. C. C. 564-76, final value, for rate-making purposes, of the prop- 
erty owned and used for common carrier purposes, found to be $1,292,- 
044, as of June 30, 1916. 

Valuation No. 785, St. Joseph Belt Railway Co., opinion No. B-605, 
133 I. C. C. 523-36, final value for rate-making purposes of property 
owned and used for common carrier purposes found to be $289,039, 
and of property used but not owned, $152,445, as of June 30, 1917. 

Valuation No. 789, Saint- Joseph Union Depot Co., opinion No. 
B-606, 133 I. C. C. 537-48, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes found to 
oe — and of property used but not owned, $24,664, as of June 

Valuation No. 790, Keokuk Union Depot Co., opinion No. B-607, 
133 I. C. C.: 549-63, final value, for rate-making purposes, of the 
property owned and used for common carrier purposes found to be 
$97,292, as of June 30, 1918. 


PETITIONS FOR REHEARING, ETC. 


No. 16719, Southern Agricultural Chemical Corp. vs. Ala- 
bama & Vicksburg et al. Complainant petitions for reconsider- 
ation of denial of damages, 

No. 17518, Republic Creosoting Co. vs. Alabama Great South- 
ern et al. Defendants petition for rehearing and reargument 
therein in connection with the complaint in No. 20269, F. J. 
Lewis Mfg. Co. vs. B. & O. et al. 

No. 15702, Egyptian Tie & Timber Co. vs. Missouri Pacific 
et al. Defendants, Rock Island, St. Louis-San Francisco, and 
Missouri Pacific petition for rehearing and amendment of report 
and orders. 

No. 17958, Camp Manufacturing Co et al. vs. Carolina West- 
ern et al. Atlantic Coast Line, defendant therein, petitions for 
rehearing, and vacation of report and order entered therein, 
dated November 26, 1927. 

No. 16457, New Jersey Lumbermen’s Committee vs. Atlantic 
Coast Line et al. Complainants petition the Commission to 
reconsider and revise its order of July 5, 1927, therein. 

No. 19155 (and Sub. Nos. 1 and 2), Globe Grain & Milling 
Co. vs. Santa Fe et al. Complainant petitions the Commission 
to set aside proceedings herein had under shortened procedure 
and assign this docket for oral hearing at Los Angeles in the 
near future. 

No. 15944, Florence Chamber of Commerce vs. Louisville & 
Nashville and No. 16029, Florence Chamber of Commerce vs. 
Illinois Central. The Muscle Shoals Grain Dealers’ Association 
petition for an order requiring the defendant carriers in these 
proceedings to comply with the true purport and intent of the 
Commission’s order therein. 

No. 18459, Barker Bros., Inc., vs. Michigan Central et al. 
Complainant therein petitions for rehearing. 

No. 17376, E. W. Prentice et al. vs. Southern Pacific et al., 
and No. 17392, Joshua Hendy Iron Works vs. Southern Pacific. 
Complainants petition for rehearing or modification of the Com- 
mission’s decision and order upon the record as made. 

No. 17261, Tallulah Cotton Oil Co. vs. Alabama & Vicks- 
burg et al., and No. 15501, Southland Cotton Oil Co. et al. vs. 
Alabama & Vicksburg et al. Petition of Missouri Pacific for 
modification of orders entered November 8, 1927. 


SUSPENDED TARIFFS 


In I. and S. No. 3040, the Commission has suspended from 
January 1 until August 1 schedules as published by Agent E. B. 
Boyd in the following tariffs: Supplements Nos. 38 and 39 to 
I. C. C. No. A-1637; supplements Nos. 52 and 54 to I. C. C. No. 
A-1644; supplements Nos. 3 and 8 to I. C. C. No. A-1830; supple- 
ment No. 2 to I. C. C. No. A-1831, and supplement No. 2 to 
I. C. C. No. A-1832. The suspended schedules propose to change 
the method of assessing charges for disinfecting stock pens, 
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etc., from the actual cost for the service performed, plus a 
percentage of the cost for supervision, to a set uniform charge 
throughout Western Trunk Line territory. The following rule 
is at present in effect in Western Trunk Line territory: 


When it is necessary to clean and disinfect all or any part of a 
railroad owned or operated stock yards, stock pens or chutes, by 
reason of the movement in or through such stock yards of live 
stock infected with contagious diseases the owner of such infected 
live stock will be required to pay the actual cost of the labor and 
materials used in cleaning and disinfecting such premises, and in 
addition, a charge equal to 15 per cent of the actual cost of such 
labor and materials for the supervision. 


It is proposed to cancel the above rule and, in lieu thereof, 
substitute the following: 


When it is necessary to disinfect all or any part of railroad owned 
and operated stock yards, stock pens, alleys or chutes, by reason of 
the movement in or through such stock yards of live stock infected 
with contagious diseases, the owner of such infected live stock will 
be required to pay for the labor and materials. used in disinfecting, 
$5 per pen, $1 for each chute, and $2 for each alley through which the 
stock was handled. 


In I. and S. No. 3041, the Commission has suspended from 
January 1 until August 1 schedules as published in Speiden’s 
I. C. C. No. 1090 and various other tariffs operating in southern 
territory. The suspended schedules propose to revise the rates 
on fertilizer and fertilizer materials, carloads, from Gulf, south 
Atlantic and Virginia ports to points in southern territory, on 
traffic imported from foreign countries, which would result in 
both increases and reductions. The following statement of 
rates in cents per ton 2,000 pounds, from New Orleans, La., is 
illustrative: 


To Pres. Prop. 
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In I. and S. No. 3042, the Commission has suspended from 
January 4 until August 4 schedules as published in supplements 
Nos. 7 and 11 to Johanson’s I. C. C. No. 1988. The suspended 
schedules propose changes resulting in both increased and 
reduced rates on sugar, carloads, with increased carload mini- 
mum weights from New Orleans, La., and points grouped there- 
with, to points in Texas on the Chicago, Rock Island & Gulf Ry. 
The following is illustrative, rates being in cents per 100 pounds 
from New Orleans, La.: 


Present, carload minimum 36,000 pounds, to Amarillo, Tex., 74; 
Dalhart and Texhoma, Tex., 75; carload minimum 60,000 pounds, to 
Amarillo, Tex., 71; Dalhart and Texhoma, Tex., 82 


COMMISSION ORDERS 


No. 13413, in the matter of automatic train control devices. 
The petition filed December 10, 1927, by the Delaware & Hud- 
son Company for authority to operate one or more locomotives 
in freight service over train control equipped territory on the 
Erie betwen Binghamton and Owego, N. Y., has been granted. 

No. 16558, Leggett & Platt Spring Bed & Manufacturing Co. 
et al. vs. Santa Fe et al. The effective date of the order entered 
herein on July 1, 1927, has been further postponed to April 3, 
1928. 

Finance No. 4906, abandonment of line by St. Louis-San 
Francisco. Petition of Blaker Lumber & Grain Co., praying 
that the certificate issued be vacated, dismissed. 


No. 13506, the Parkersburg Rig & Reel Co. vs. St. Louis-San 
Francisco et al. The order entered in this proceeding on Feb- 
ruary 8, 1927, which was by its terms made effective May 25, 
1927, and subsequently modified so as to become effective on 
February 3, 1928, has been further modified so that it will be- 
come effective on April 3, 1928. 

No. 17040, Edward Hines Yellow Pine Co. et al. vs. Akron, 
Canton & Youngstown et al. The order entered in this pro- 
ceeding on November 19, 1927, which was by its terms made 
effective on February 3, 1928, has been modified so that it will 
become effective on April 3, 1928. 


No. 20262, Higginbotham-Bartlett Co., Inc., et al. vs. Santa Fe 
et al. D. T. Wadley; W. B. Johnston, Quanah Mill and Ele- 
vator Co., Boothe Brothers, Scott Brothers, Smith Grain Co., 
Hooker Elevator Co., John Gishler & Son, Hartley Mercantile 
and Grain Co., Midwest Supply Co., Santa Fe Grain Co., Farm- 
ers Grain and Elevator Co., Perryton Equity Exchange, Spear- 
man Equity Exchange, Farmers Elevator Co., Booker Equity 
Union Exchange, Darouzett Cooperative Assn. and Farmers 
Mill and Elevator Co. permitted to intervene. 

No. 20144, the Barrett Co. vs. Santa Fe et al. Lion Oil 
Refining Co. permitted to intervene. 

No. 20179, the American Packing & Provision Co. et al. vs. 
Union Pacific. The South St. Joseph Live Stock Exchange per- 
mitted to intervene. 

No. 20307, the Amarillo Board of City Development et al. 
vs. Santa Fe et al. W. C. Collins, Jr., Horn-Allen Co., H. C. 
Hudson, J. R. Hudson, Hudson Coal Co., Mrs. C. Martin, and 
Camp Stewart permitted to intervene. 

No. 20321 (and Sub. No. 1), Evaporated Milk Assn. et al. vs. 
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Ahnapee & Western et al. The Green Bay Assn. of Commerce 
permitted to intervene. 

Finance No. 6508, in the matter of the application of the 
Western Pacific for a certificate authorizing it to acquire the 
railroad of the Union Belt Railway of Oakland and to construct 
certain extensions thereto. Central Pacific and Southern Pacific 
permitted to intervene. 


BULLFROG GOLDFIELD CASE 


The Bullfrog Goldfield Railroad Co. has filed an answer and 
objection to the granting of the petition of Albert M. Johnson 
for postponement of order in finance No. 6369 permitting aban- 
donment of the line until at least March 1. The company quoted 
in its petition the article published in The Traffic World of 
December 24 with reference to an announcement of F. M. Jeni- 
fer, assistant general manager and traffic manager of the com- 
pany, that the company would discontinue service January 7. 
The company said it believed that Johnson had had ample time 
to complete shipments referred to in his petition had he exer- 
cised reasonable diligence. The company said if the petition for 
postponement were granted, the company would be compelled 
to operate the railroad for the sole benefit of Johnson to “its 
great loss and detriment.” 


GRAIN TRANSIT RESTRICTION 
The Traffic World Washington Bureau 


The Commission, on appeal from division 2, has vacated the 
order issued by the division, creating I. and S. No. 3038, grain 
from Oklahoma to Louisiana (see Traffic World, December 31), 
thereby, presumably, allowing reduced rates on grain and grain 
products, without transit privileges, to become effective. The 
word presumably is used because the vacation announced De- 
cember 31 deals with tariffs which, without doubt, would have 
become effective December 26 but for the issuance of the sus- 
pension order, voted on December 23. The appeal was taken 
by the railroads. 

Vacation of the suspension order is so unusual that there 
is no certainty as to what effect it has upon the tariffs. Under 
the rules of the Commission it is the duty of the carriers to 
file supplements announcing the suspension if and when a sus- 
pension is voted. It is also their duty to file appropriate sup- 
plements announcing the termination of a suspension if and 
when the Commission vacates its order of suspension, as it fre- 
quently does at a hearing of a formal decision. 

In this case, however, there was no formal hearing, nor a 
formal report telling why the suspension was vacated. It may 
be that for the purpose of clearing the record the railroads will 
file suspension and vacation supplements. Under the rules the 
rates that were suspended become effective upon the day set 
forth in the vacation supplements. If the railroads follow those 
rules, the rates will not be effective until some time in the 
future. 

Back of the formal routine notices of suspension and of va- 
cation lies an unusual state of facts. The carriers filed the sched- 
ules that were suspended in purported compliance with the 
Commission’s decision in No. 15026, Oklahoma Millers’ League 
vs. Alabama & Mississippi et al., 128 I. C. C. 523. In that case 
the Commission prescribed a scale considerably lower than the 
railroads thought should be prescribed on that traffic because 
it was lower than the first of two scales prescribed in an earlier 
case also involving rates on grain and grain products in the 
southwest. 

With a view to minimizing the revenue loss, the carriers 
hit upon a plan for complying, technically, at least, with the 
order in No. 15026. They published rates in compliance with 
the figures in the scale, but specifically said no transit should be 
allowed when grain or products was moving on those rates. 
The new schedules specifically referred those desiring transit 
to the older tariffs carrying the rates that had been condemned. 
They based their compliance upon that part of the report, writ- 
ten by Commissioner Eastman, which says: 


Complainant seeks a continuation of the present transit arrange- 
ments. The record, however, is practically silent on this subject and 
we would not, therefore, be warranted in making a specific finding 
with respect thereto, at this time. It may be appropriate to say that 
the carriers make no point of this issue, and that practically all rates 
on grain and grain products are now subject to transit arrangements. 
There would seem to be no reason, therefore, why the present ar- 
rangements should not be continued. 


Carriers, however, chose not to continue the present ar- 
rangements, as to transit when they filed the schedules, which, 
by vote, were suspended on December 23. Instead, they referred 
those desiring transit to the existing tariffs, thereby continuing 
the “present arrangements” and rates in so far as those desir- 
ing transit were concerned. 

Immediately upon the carriers receiving notice of the sus- 
pension of the non-application of transit privilege in connection 
with the lower rates, A. B. Enochs and H. H. Larimore, repre- 
senting the Rock Island and the Missouri Pacific, wired to Com- 
missioner Meyer, who is in charge of the Hoch-Smith grain in- 
vestigation, that they considered the suspension unlawful in view 
of the declaration that there was no record in regard to transit, 
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in No. 15026, and that if the suspension order were not vacated 
the carriers would be compelled to give consideration to the 
validity of the order. They contended that, in effect, suspension 
of the non-application of the transit privilege in connection with 
the new rates amounted to a modification of the finding and 
order in No. 15026, without hearing and therefore arbitrary, be- 
cause in that case the Commission had distinctly said that it 


would not be warranted in making a specific finding with respect* 


to the transit phase of that case. They contended that the 
carriers had literally complied with the findings in that case. 

Carrier attorneys suggested that the orderly way to handle 
the subject would be to consider the subject of rates and transit 
involved in No. 15026 in the Hoch-Smith grain investigation, 
especially in view of the fact that that case, in so far as rates 
into the southeast were concerned, had been made a part of 
the Hoch-Smith case. They further suggested that if the sus- 
pension order were allowed to stand the shippers would con- 
tend that the rates, robbed of the restriction on transit, fixed 
the level of grain rates in the southwest with transit prviileges 
attached, and thereby amount to a pre-judging of the Hoch- 
Smith grain case in which the carriers had made a case for 
rates on a higher level, that higher level being the mileage 
scale prescribed in the first of the two mileage scales in that 
territory prior to No. 15026. They also suggested that reopen- 
ing No. 15026 in whole would be part of an orderly handling of 
the whole matter. 

In the discussion leading to the suspension the point was 
made that it was beyond the power of the Commission to sus- 
pend the non-application part of the tariff without at the same 
time suspending the rates on the ground that the two were 
so tied together that they constituted but one thing and that 
that one thing was technically, at least, in compliance with 
the findings in the report that caused the carriers to act. 
Question was also raised as to whether the suspension of the 
non-application part of the new schedules would have the effect 
of bringing into play the transit provisions of the earlier tariffs. 
The bulk of opinion on that point, among the men in the Com- 
mission, was that the transit privileges granted by the older 
tariffs would attach to the new rates and that, in effect, the 
Commission, by the suspension, was making rates without hav- 
ing given the carriers a hearing. 

Vacation of the order is also accompanied by a formal dis- 
continuance of the proceeding initiated by the suspension order. 


CONSOLIDATED SOUTHWESTERN CASES 


The Youngstown Chamber of Commerce, Youngstown, O., 
has filed a petition asking the Commission to modify its report 
and order in the Consolidated Southwestern Cases, 123 I. C. C. 
203, by adding to item 24 of Appendix 10 of the decision, certain 
iron and steel articles as follows: Lathing, ribbing, expanded 
metal; bead; clips, coiling or roofing; plate, terne or tin, not 
crystallized, decorated, enameled, japanned, lithographed, mar- 
bleized, nickel-plated, perforated or printed; reinforcement, 
concrete and/or plaster, consisting of spiral columns or column 
hoops, knocked down or collapsed; pipe, wrought conduit; 
doors, building (other than rolling); joints, concrete road, with 
or without iron or steel pins; joists; studding; valves, iron or 
iron body; siding, not crystallized, decorated, enameled, mar- 
bleized, nickel-plated or printed. Petitioner said the iron and 
steel articles named were generally accorded the same rate 
basis as other structural iron and steel articles and that they 
were usually shipped in mixed carloads with other structural 
steel articles now included in item 24 of Appendix 10 and 
therefore should be added thereto in order to continue the 
present privileges of shipping in straight carloads or in mixed 
carloads with the iron and steel articles shown in item 24 of 
Appendix 10 at Column 32% rates. If this were not done, peti- 
tioner said, the movement of the articles would be restricted 
because of the high freight rates that would apply on such 
commodities as compared with the rates that would apply on 
substitute articles produced locally in the southwest. It also 
said the C. F. A. lines had agreed that the list of iron and steel 
articles shown in item 24 of Appendix 10 should be enlarged 
to include most of the articles referred to in the petition. 


The National Association of Farm Equipment Manufacturers, 
in behalf of manufacturers of agricultural implements, vehicles 
and other farm equipment, have filed a petition for reconsidera- 
tion and modification in so far as the decision involves the mini- 
mum weights on agricultural implements, other than hand, car- 
load. The association asks for leave to intervene and that the 
Commission modify its decision and order by prescribing a 
flat minimum weight of 24,000 pounds for cars of any size in 
connection with the commodity description shown in section 1, 
Appendix 10, and prescribe as an alternative basis a flat mini- 
mum weight of 20,000 pounds for cars of any size at the class A 
rates under the Commission’s decision. 

The Amarillo (Tex.) Board of City Development has asked 
that the Commission’s order be modified to the extent of placing 
Amarillo in Group 508 on traffic from Kansas City and points 
basing thereon, as shown in Appendix 11, at page 442, and further 
that the differential shown in Appendix 14, page 459, opposite 
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Group 19, be changed to 19 cents instead of 30 cents in order to 
provide proper first class rate between Chicago and points 
designated in footnote 1; or that an exception be made provid- 
ing a 19-cent differential over St. Louis to make first class rate 
between Chicago and Amarillo. 

The Atlanta & Saint Andrews Bay Railway Co. has peti- 
tioned for modification of the Commission’s orders and findings 
so as to permit of special rate treatment for the line of petitioner. 

Milwaukee brewers have filed a petition with the traffic ex- 
ecutives of the southwestern lines protesting any modification 
of the present equality of rates between Milwaukee and Chicago 
on traffic to the southwest. They say it is their understanding 
that the carriers propose to apply a first class arbitrary of 10 
cents a hundred pounds, Milwaukee over Chicago, in bringing 
their rates in line with the Commission’s decision in consoli- 
dated southwestern cases, docket 13535. The petition calls at- 
tention to the fact that the order of the Commission does not 
prescribe a specific basis to apply between Milwaukee and the 
southwest. In part, it read as follows: 


For many years, Milwaukee has enjoyed the same rates as Chi- 
cago on traffic to southwestern points and to segregate the two 
points now, would cause a revolution in commerce from Milwaukee. 
We encounter keen and constant competition from Chicago for busi- 
ness in southwestern territory and in order to obtain a fair share 
of such business we must have rates not higher than Chicago. 

Milwaukee can very easily be included in the Chicago group with- 
out materially affecting the carriers’ revenues. To many points in 
Texas, Oklahoma and Kansas the short line mileage from Wilwaukee 
is via the direct line of the C. M. & St. P. through Kansas City 
and, in such instances, the difference in distance is only 72 miles 
in favor of Chicago. However, we do not believe that it was the 
Commission’s intention to disturb in any way the long established 
relationship existing between Milwaukee and Chicago. In addition 
we want to point out that to all of Kansas, except the southeastern 
portion and to northwestern Oklahoma, the short distances would not 
figure through Kansas City or St. Louis but through St. Joseph, Mo. 
A check of the distances to St. Joseph shows it to be 442 miles 
from Chicago and 501 miles from Milwaukee, a difference of only 59 
miles. The 59 miles fall in the same mileage block as 72 miles, but 
this difference in mileage is so small, considering the length of the 
haul, that the carriers could well afford to place Milwaukee on an 
equality with Chicago. 

he Southwestern territory constitutes one of Milwaukee’s most 
important markets. It is perhaps entirely due to the importance of 
Milwaukee as a manufacturing center that the carriers serving this 
city have made it their consistent policy to keep Milwaukee and 
Chicago on the same basis to the important territories west of the 
Mississippi River. 


SOUTHERN CLASS RATES 


Asserting that what the carriers have proposed in the way 
of class rates from Virginia to North Carolina, if permitted to 
become effective, will work havoc and destruction to the com- 
merce between Virginia and North Carolina, the Virginia Ship- 
pers’ Association has asked for the suspension of Cottrell’s I. 
Cc. C. Nos. 697 and 698, dated to be effective January 15. 

“The inflicting of these unauthorized and unwarranted rates 
proposed by the carriers at this time will be nothing short of 
a calamity,” declares H. E. Manghum, counsel for the associa- 
tion. “Certainly the Commission should not permit the carriers 
to permit the rate burdens heaped upon Virginia as is con- 
templated by the proposed rates.” 

The rates in question are those the suspension of which 
was asked by the traffic bureau of the Richmond (Va.) Cham- 
ber of Commerce. (See Traffic World, December 31, p. 1548.) 
The protesting association said that while the rates proposed 
were supposedly filed in alleged pursuance of the Commission’s 
reports and decisions in the Southern Class Rate case, it re- 
spectfully submitted that the rates between points in Virginia 
and points in North Carolina were not embraced within the 
scope of that case and that that case could not be authority for 
the action of the carriers. It pointed out that the Commission 
itself said, in 100 I. C. C. 513, the rates in question were in- 
volved and that they had been eliminated because they had been 
revised as a result of the decision in Corporation Commission 
of North Carolina vs. Director-General, 57 I. C. C. 532, 62 I. C. C. 
64, and 64 I. C. C. 264. The association asserted that in pub- 
lishing the rates the carriers were wholly without authority 
from the Commission. Therefore the association asserted that 
the full burden upon the carriers created by section 15 was 
upon the carriers in the matter of these rates. 

“For that reason,” says its protest, “it is with a deepened 
conviction of the Commission’s instant recognition of the right 
of your petitioner to submit its views to the Commission and the 
obligation of the carriers to meet their statutory burden that we 
are now petitioning the Commission for immediate suspension 
and hearing.” 

The association said that the effect of the proposed rates, 
based upon mileage would be the wrecking of the rate groups 
in the territory in question. It said that that grouping was no 
new thing but had existed for many years, a product of the 
force of transportation, commercial, and geographical conditions. 
Business and commerce, the petition says, are finely adjusted 
to these groups and any such wholesale wrecking as is proposed 
by the carriers is fraught with “consequences immeasurable in 
dollars and devitalizing to Virginia-Carolina interstate com- 
merce.” 


“That the Commission will permit the carriers ruthlessly to 
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uproot these groupings and relationships with such disastrous 
results, without affording shippers an opportunity to be heard 
is a contingency not seriously entertained by your petitioner,” 
says the protest. “The Commission knows, and the carriers 
likewise know, that in Carolina territory Virginia is beset with 
competition of the severest and most persistent character; and 
the inflicting of these unauthorized and unwarranted rates pro- 
posed by the carriers at this time will be nothing short of a 
calamity.” 

The protest particularly emphasizes the scrambling of the 
relationship as between Baltimore, on the one hand, and Vir- 
ginia Cities on the other, Baltimore, in at least one instance, 
being brought nearer to points in North Carolina, than some 
of the Virginia Cities, although, in a geographical sense, Balti- 
more is farther away. 


ALABAMA FERTILIZER RATES 


Alabama has gone to the federal court for the northern 
district of that state, southern division, at Birmingham, for an 
order forbidding the enforcement of the Commission’s order in 
No. 16336, rates on fertilizers and fertilizer materials within 
the state of Alabama. The effective date of that order is Feb- 
ruary 3. When the application was made the thought was that 
the three-judge court that would have to be summoned to hear 
the application would not be able to give ear to the bill of com- 
plaint until the week of February 6; that is, until some days 
after the order is to become operative. 


The order which Alabama seeks to have set aside, the bill 
being in the name of the state and its public service commis- 
sion, is made in the case mentioned as the federal Commission’s 
answer to the allegation of the carriers that the rates held in 
effect by the orders of the Alabama commission violate section 
13 forbidding unjust discrimination against interstate commerce 
with corresponding preference for intrastate commerce. The 
federal Commission’s inquiry into the quality of rates on fer- 
tilizers and fertilizer materials throughout the south was made 
in a case initiated by itself, No. 16295, commonly called the 
southern fertilizer case. The inquiry into the quality of rates 
maintained in Alabama, No. 16336, is regarded as an appendix 
to No. 16295. 

The Alabama complaint is voluminous. It seems to charge 
that the state rates were condemned under section 3 without the 
Commission having received the proof necessary for such a 
finding as that which was made in the original Shreveport case 
and that thereby the commerce clause and the fifth amendment 
to the Constitution, as well as section 1 of the interstate com- 
merce act, were violated. In part, the bill of complaint reads 
as follows: 


In the investigation conducted by the Interstate Commerce 
Commission, in its opinion, findings, and conclusions, and in its 
orders and judgments, petitioners submit it acted arbitrarily, 
contrary to law, contrary to the evidence, and without any evi- 
dence to support it, in the following particulars, to-wit: : 

(a) In that it found that there was, under the petition of 
the carriers in docket No. 16336, aforesaid, a violation of section 
3 of the act to regulate commerce as to all the intrastate rates 
in Alabama when the most that could be said in favor of such 
finding is the possibility that there is some discrimination as to 
certain rates along the border lines of Alabama and Georgia and 
of Alabama and Tennessee. 

(b) In that said order there is a total lack of any finding or 
evidence showing that all the intrastate rates in Alabama are in 
competition with interstate rates, and as to the rates in Alabama 
near its western boundary there was no testimony showing any 
discrimination or competition or in any way tending to show 
that such rates were unlawful or in violation of section 3 of the 
act to regulate commerce. f 

(c) In that said order unduly prefers shippers intrastate in 
Mississippi. 

(d) In finding and prescribing a single mileage scale of rates 
on fertilizer and fertilizer.materials applicable on single and 
multiple lines, when there was no issue, or contention, made by 
shipper or carrier in favor of such a single scale. The Interstate 
Commerce Commission found: 

“Carriers and shippers both acquiesced in the idea that the 
— be somewhat higher for joint line than for single 
ine hauls”; 
and there was no evidence with reference to the establishment 
of one scale applicable both to joint lines and single lines, and 
in establishing such scale the Interstate Commerce Commission 
acted without any evidence whatsoever and without any ye 4 
on gs part of any of the parties to the cause in favor of a single 
seale. 

(e) In finding and adjudicating that the intrastate scales of 
rates in Alabama were violative of section 3 in comparison with 
the scale of rates fixed in the opinion of July 19, 1926, when the 
only issue arising in the pleadings and the evidence was the issue 
between the rates existing prior to July 19, 1926, and the con- 
current rates intrastate in Alabama, thus depriving the petitioners 
and shippers generally of the right to a full hearing and due 
process of law in violation of the fifth amendment to the Con- 
stitution of the United States, and in violation of the acts of 
Congress which grant to shippers, state authorities, and others 
in such cases a full hearing. 

(f) In violation of the commerce clause, paragraph 3, section 
8, of article I, of the Constitution of the United States, in that, 
without pleadings or proof of any burden on interstate commerce, 
the Interstate Commerce Commission assumed to regulate the 
entire intrastate commerce on fertilizers and fertilizer materials 
in the state of Alabama in violation of said constitutional provi- 
sion and of paragraph 2, sub-paragraph (a), of section 1 of the 
act to regulate commerce. 

(g) In ordering fixed maximum and minimum rates applicable 
intrastate in Alabama, when prescribing interstate rates that are 
but maximum rates, subject to exceptions and deviations at the 
will of the carriers. 
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(h) In. permitting, for interstate rates, variations from the 


mileage scales from the Ohio River into Alabama, Georgia and 
Mississippi, and in permitting groupings with distances figured 
from representative points, while denying a simliar situation in- 
trastate in the state of Alabama. 

) In prescribing a relationship between interstate and intra- 
state rates on fertilizers and fertilizer materials applicable only 
on domestic shipments, when the true relationship of the rates 
is impossible of determination without considering import rates. 

(j) In determining the existence of unjust discrimination and 
undue preference by the consideration only of the outbound rates 
on the commodities shipped by manufacturers when the true 
relationship between manufacturers and their respective advan- 
tages is determinable only by the consideration of the inbound as 
well as the outbound rates. 

(k) In issuing such a general order that no one knows or can 
know what particular parts of the intrastate rates, if any, are in 
competition with or discriminate against interstate shippers. 

(1) In determining and ordering a condemnation of the intra- 
state rates in Alabama without any evidence whatsoever that 
such rates violated section 3 of the Act to regulate commerce, 
which was the section pleaded as having been violated by such 
intrastate rates. 


COMMISSION OBTAINS INJUNCTION 


The Commission, in Interstate Commerce Commission vs. 
Eastern Kentucky Railway Co. and Sturgis G. Bates, receiver 
thereef, has obtained a restraining order to prevent the aban- 
donment of operation by the Eastern Kentucky of its line be- 
tween Riverton and Webbville, Ky. The order was issued by 
Judge Cochran in the eastern district of Kentucky. Thereby 
he commanded the receiver to disregard the order of the circuit 
court of Greenup county. The state court directed the aban- 
donment of operations of the railroad on December 31. 

The federal court’s order was issued because the Eastern 
Kentucky had not obtained permission from the Commission 
to abandon operations on that part of the line, Grayson to 
Riverton. The Commission, however, in finance docket No. 4966, 
on July 10, 1926, authorized the carrier to abandon operations 
on the part of the line between Grayson and Webbville. The 
application was for permission to abandon the whole line. The 
decision was without prejudice to renewal of the application 
after a year’s trial of operation of the line which the Eastern 
Kentucky was to keep in service. No renewal, however, was 
made. 

Conflict between the state and federal authorities grew out 
of the fact that some time before the federal Commission gave 
permission to abandon operation on part of the line the state 
court directed the receiver to sell the property. The road has 
been in receivership since 1919. Last November the state 
court directed the receiver to abandon operation on December 
31. At the same time court removed the receiver and directed 
a master to sell the property. It revoked its order of sale 
directed to the receiver and ordered a special master to con- 
duct the sale. 

The receiver, in a letter to P. J. Farrell, the chief counsel 
of the Commission said that, in issuing the notice of discon- 
tinuance he was obeying the order of the court having juris- 
diction over the subject and the persons involved. 





THEFT FROM INTERSTATE COMMERCE 


“In May, 1927, Joseph McNeil was released from Atlanta 
Penitentiary upon the completion of a four-year sentence fol- 
lowing a conviction on the charge of theft from interstate com- 
merce,” the Department of Justice said in a statement. “Less 
than a month later, he boarded a train at Monroe, N. C., broke 
and entered an express car and threw out miscellaneous mer- 
chandise to the value of about $2,000. Later, he returned to 
the spot and removed the merchandise. It was charged in con- 
nection with these operations of McNeil that John Streeter and 
Elp Ross were parties to the disposition of the stolen property, 
and all three were indicted at Charlotte, N. C., in October last. 
They later entered pleas of guilty and McNeil was sentenced 
to five years in the Atlanta penitentiary. Judgment and sen- 
tence were suspended as to Streeter and Ross.” 


APPLE CARGO AND DEVIATION 


The United States district court for the southern district 
of New York has dismissed a libel filed by Frank Hamilton & 
Company against the U. S. Steamship “Eastern Tempest,” says 
a statement issued by the Department of Justice. This suit 
was instituted claiming damages in the amount of $5,000 aris- 
ing out of a shipment of apples on the vessel from New York 
to England. After the cargo was placed on board the vessel 
in New York, she proceeded to St. John, Newfoundland, for 
the purpose of loading other cargo and then proceeded to Eng- 
land. The owners of the apple cargo claimed that this was a 
deviation, and that as a result of the delay the cargo was dam- 
aged. The bill of lading provided that the vessel could pro- 
ceed to any port or ports in any rotation whether in, or out of, 
or beyond the customary or advertised route and all such ports 
should be deemed to be included in the intended voyage. The 
court held in the dismissal of the libel that under the provi- 
sions of the bill of lading, the vessel would not deviate in going 
to the port of St. John in any route to England, the distance 
from New York to the English port of Hull by way of St. John 
being only 168 miles more than the direct route from New 
York to Hull. 
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TRACK CONNECTION CASE 


The Supreme Court of the United States, January 3, in an 
opinion by Mr. Justice Brandeis in No. 95, C. C. C. & St. L. vs. 
United States of America et al., affirmed the district court for 
the northern district of Illinois for dismissing a suit brought 
by the Big Four to set aside an order of the Commission re- 
quiring the Big Four to construct, maintain and operate a 
switch connection. 

Justice Brandeis said the J. K. Dering Coal Company, which 
owned a large mine located on the Illinois Central, desired a con- 
nection also with the Big Four. It built a private track about 3% 
miles long from its mine to the right-of-way of the Big Four. 
Thereafter, according to Justice Brandeis, it applied to the 
Commission under paragraph 9 of section 1 of the interstate 
commerce act for an order requiring the Big Four to construct, 
maintain and operate the desired switch connection. The Com- 
mission entered the order prayed for in J. K. Dering Coal Co. 
vs. C. C. C. & St. L., 96 I. C. C. 148; 109 I. C. C. 55.. The Big 
Four brought this suit against the United States and the coal 
company to set aside the order. The district court entered a 
decree dismissing the bill. Justice Brandeis said it did not 
make findings of fact, render an opinion or indicate by recital 
in the decree the grounds of its decision. 

The railroad company contended that the power of the 
Commission under paragraph 9 of section 1 had been abrogated 
by paragraph 22 added in the transportation act; that if the 
authority given by paragraph 9 was not abrogated by paragraph 
22, its exercise in the present case was subject to the require- 
ments of paragraphs 18 to 21 and that the Commission’s order 
was void for non-compliance therewith; that the siding must 
be regarded as an extension within the meaning of paragraphs 
18 to 21; that the coal company was estopped by certain pro- 
ceedings in state courts, and that the coal company was not a 
shipper within the meaning of paragraph 9. Justice Brandeis 
discussed each of these contentions and then said: 

“All contentions of the Big Four are clearly unfounded.” 

Justice Brandeis remarked that it was difficult to believe 
that an appeal would have been persisted in if the district 
court had delivered an opinion setting forth its reasons for 
dismissing the bill. Its failure to do that, said he, subjected 
the court and titigants to unnecessary labor. In disposing of 
the case, the court cited Virginia Ry. Co. vs. U. S., 272 U. S. 
658, 675, and other cases. 


SECTION 206 CASE 


The Supreme Court of the United States, January 3, in an 
opinion by Mr. Justice Sanford in No. 73, A. W. Mellon, Director 
General, as agent, petitioner, vs. Arkansas Land & Lumber Co., 
reversed the Supreme Court of Arkansas on a finding that pro- 
visions of section 206 of the transportation act had not been 
complied with in an action involving misdelivery of a carload of 
lumber. 


Justice Sanford said the question in issue related to the 
construction and effect of provisions in section 206 of the trans- 
portation act that permitted suits on causes of action that had 
arisen in the period of federal control to be brought thereunder 
against an agent designated by the President. He said the 
section, in so far as it was material here, provided that actions 
at lay based on causes of action arising out of operation by the 
President of the railroad of any carrier might, after the ter- 
mination of federal control, be brought against the President’s 
agent within the periods of limitation prescribed by state or 
federal statutes. On July 23, 1918, a cause of action accrued in 
favor of the Arkansas Land & Lumber Co. on account of mis- 
delivery of a carload of lumber shipped over the railroads of 
two carriers then under federal control, said Justice Sanford. 
The Arkansas statute of limitations provided that suit should 
be commenced within three years after the cause of action ac- 
crued and not after. No suit was brought in the period of 
federal control. On July 9, 1921, the lumber company sued John 
Barton Payne, as agent, in an Arkansas circuit court. At that 
time, said Justice Sanford, Payne was not agent, having resigned 
three months before that time. James C. Davis was agent. In 
October, 1921, more than three years after the cause of action 
accrued, on a plea in abatement by Payne to the effect that he 
was not the designated agent, the court dismissed the suit as 
to him and on motion of the company, Davis was substituted as 
defendant. Davis thereafter pleaded that under section 206 suit 
could not be prosecuted against him as he had not been made a 
party within the period of limitation prescribed by the Arkan- 
sas statute. The circuit court sustained the plea and dismissed 
the suit. The Supreme Court of Arkansas reversed the lower 
court and remanded the case to it. The Arkansas Supreme Court 
held, in effect, that the substitution of Davis for Payne was a 
correction of an error. On retrial judgment was entered against 
Davis and this was upheld by the Supreme Court of Arkansas. 

Justice Sanford said the Arkansas Supreme Court was in 
error. He said the United States had not consented to being 
sued after the termination of federal control except as provided 
by section 206. The substitution of Davis, said he, brought in a 
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new defendant and that there arose a new proceeding. He said 
this conclusion was substantially the same as that in U. S. vs. 
Davis (D. C. App.) 8 F. (2nd) 907; Vassau vs. N. P. 69 Mont. 
305; Davis vs. Griffith, 103 Okla. 137, and Natoli vs. Davis, 75 
Cal. App. 309; contra, Bailey vs. Hines, 131 Va. 421. 


SUBIACO ROUTE CASE 


The Supreme Court of the United States, in No. 607, United 
States of America, Interstate Commerce Commission, and Fort 
Smith, Subiaco & Rock Island, appellants, vs. Missouri Pacific, 
has granted a motion to advance this case and has assigned 
it for argument on March 5, after the cases heretofore assigned 
for that day. 

This is the case in which the Commission undertook to 
establish through routes and joint rates, for the benefit of the 
Subiaco, a short line, by making it an intermediate carrier from 
the east to the west. The Missouri Pacific attacked the order 
as illegal in that it undertook to short-haul it. The lower court 
enjoined the order. It is now on appeal to the Supreme Court 
by the Commission and the beneficiary of its order. 








OVERPAYMENT OF GUARANTY 


The Supreme Court of the United States, January 3, in No. 
625, Northern Pacific, petitioner, vs. Interstate Commerce Com- 
mission, denied a petition for a writ of certiorari to the Court 
of Appeals of the District of Columbia. The lower court sus- 
tained the action of the Commission in finding that the Northern 
Pacific had been overpaid approximately $1,200,000 under the 
guaranty section (209) of the transportation act. 





CANADIAN REPARATION CASE 


In No. 235, News Syndicate Co. vs. New York Central et al., 
Parker McCollester, for the railroads, has filed a motion in the 
Supreme Court of the United States for leave to file a petition 
for rehearing. (See Traffic World, Nov. 26, p. 1224.) 


GOVERNMENT WIRE RATES 


The Fleet Corporation is entitled to send wire messages at 
reduced government rates, according to a decision by the 
Supreme Court of the United States, January 3, in No. 113, 
United States Shipping Board Emergency Fleet Corporation vs. 
Western Union Telegraph Co. The Court of Appeals of the 
District of Columbia, which entered judgments against the Fleet 
Corporation, for differences between the regular commercial 
rates for messages and the government rates, was reversed. 
Justice Brandeis, who delivered the opinion of the court, said 
the question was one of statutory construction. He said the 
Fleet Corporation was entitled to the government rate because 
it was a department of the United States within the meaning 
of the post roads act providing for reduced wire rates to such 
departments. The Western Union, several years ago, raised the 
question as to the right of the Fleet Corporation to send mes- 
sages at reduced government rates, contending that it was in 
competition with other steamship companies and that as a cor- 
poration engaging in the steamship business it should pay the 
regular commercial rates. 


PERSONAL INJURY CASES 


In No. 39, Gulf, Mobile & Northern, petitioner, vs. W. F. 
Wells, the Supreme Court of the United States, January 3, re- 
versed the Supreme Court of Mississippi for upholding a judg- 
ment obtained by Wells for personal injuries. Wells sued to 
recover damages for injuries suffered when employed as a brake- 
man on a freight train of the G. M. & N. Mr. Justice Sanford 
delivered the opinion. 

In No. 100, Missouri Pacific, petitioner, vs. Mary I. Aeby, 
in an opinion by Mr. Justice Butler, the court reversed the Su- 
preme Court of Missouri for upholding a judgment against the 
railroad for personal injuries. The woman was station agent 
for the carrier at Magness, Ark., and was injured in a fall on the 
platform of the station. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal in the week ended December 24 
was estimated at 9,816,000 net tons by the Bureau of Mines of 
the Department of Commerce. Compared with the output in the 
preceding week this showed an increase of 28,000 tons. Anthra- 
cite production was estimated at 1,513,000 net tons, an increase 
of 132,000 tons as compared with the output in the preceding 
week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended December 25 totaled 10,550 net tons, bringing 
the total for the season to 34,278,375 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended December 24 totaled 388,120 net tons, of which 
212,884 tons were for New England delivery. From Charleston, 
S. C., 302 tons were shipped for bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended November 26 were 
reported as follows: Bituminous, 2,657 cars; anthracite, 4,123 
cars. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, San Antonio.) In action 
by shipper against carrier for death of, and injuries to, cattle 
shipped, submitted on special issues, it was proper for court to 
instruct jury as to burden of proof, and to define negligence 
and ordinary care in connection with special issues submitted.— 
Texas Mexican Ry. Co. vs. Canales, 299 S. W. Rep. 668. 

In action against carrier for damages to cattle shipped, in 
which special issue was submitted involving question of amount 
of damages, giving of instructions on measure of damages held 
proper and necessary, and not in violation of rule prohibiting 
submission.of cause on both general and special issues.—Ibid. 

Where case is submitted on special issues, it is duty of the 
court to give jury such definitions and explanations as will be 
necessary to enable them to intelligently answer special issues. 
—Ibid. 

In action against carrier for damages, court, submitting case 
on special issues, may not generally charge jury on issue of 
carrier’s liability for injuries or death of cattle shipped, on 
account of their inherent vices.—Ibid. 

Where general instruction was incorporated into main 
charge in response to special charge requested by defendant in 
substantially identical form, defendant could not on appeal com- 
plain that charge which he invited was error.—lIbid. 

In action against carrier for death and injuries to cattle 
shipped, general charge on carrier’s liability on account of cat- 
tle’s inherent vices, if erroneous, was harmless, where jury 
found neither death nor injury occurred by reason of any in- 
herent vices.—Ibid. 

In action against carrier for death of, and injuries to, cattle 
shipped, failure of plaintiff to prove allegations that defendant 
was negligent in roughly handling and delaying cattle through- 
out entire journey, held not to prevent recovery, where evidence 
sufficiently substantiated allegations of delivery of cattle to 
carrier in good condition and their delivery back to shipper in 
damaged condition.—Ibid. 

Where neither shipper nor anyone for him accompanies 
cattle in shipment, but shipper intrusts their care entirely to 
carrier, shipper may recover for loss or injury by showing 
cattle were delivered in good condition to carrier at shipping 
point, and were delivered by carrier in damaged condition at 
destination, and carrier, to avoid such recovery, must show that 
he exercised due care in receiving, transporting, and delivering 
cattle.—Ibid. 

In action against carrier for death of, and injuries to, cattle 
shipped, unaccompanied by shipper, issue as to whether carrier 
exercised ordinary care, thus freeing itself from presumption 
of negligence arising from injury in transit, held for jury.—Ibid. 

Where damage has been found by jury on specific findings, 
party recovering is entitled as matter of law to interest of such 
damages from the day it is sustained, and trial court may include 
interest item in judgment, even in absence of jury finding for 
such interest.—Ibid. 


a 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Colorado.) In suit by state to enjoin 
carrier of freight by motor trucks, which did not have certificate 
of public convenience and necessity required by C. L., sec. 2976, 
from engaging in intrastate business, evidence held to show 
that carrier was engaged in intrastate commerce.—Western 
Transp. Co. vs. People, 261 Pac. Rep. 1. 

Injunctions, if enjoining common carrier of freight by motor 
trucks, which did not have certificate of public convenience 
and necessity required by C. L., sec. 2976, from engaging in 
interstate commerce within the state, held inoperative to that 
extent.—Ibid. 

Injunction prohibiting common carrier of freight and express 
by motor trucks, which was engaged in both intrastate and 
interstate business, from thereafter engaging in intrastate busi- 
ness within the state, because it did not have certificate of 
public convenience and necessity required by C. L., sec. 2976, 
held not to interfere with interstate commerce.—Ibid. 
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Injunction prohibiting common carrier of freight and ex- 
press by motor trucks, which did not have certificate of public 
convenience and necessity required by C. L. sec. 2976, from en- 
gaging in intrastate commerce within the state, held not to 
deprive carrier of any rights guaranteed to it by Const. U. S. 
amend. 14.—Ibid. 

Injunction prohibiting common carrier of freight and express 
by motor trucks, which did not have certificate of public con- 
venience and necessity required by C. L., sec. 2976, from engag- 
ing in intrastate commerce within the state, held not to violate 
state Constitution.—Ibid. — 

Injunction prohibiting common carrier of freight and express 
by motor trucks, which did not have certificate of public con- 
venience and necessity required by C. L., sec. 2976, from en- 
gaging in intrastate commerce within the state held not to vio- 
late federal highway act (23 USCA, secs. 1-53).—Ibid. 

State held entitled to injunction prohibiting common carrier 
of freight and express by motor trucks, which did not have 
certificate of public convenience and necessity required by C. L., 
sec. 2976, from thereafter engaging in intrastate commerec 
within the state.—Ibid. 

Carrier of freight and express by motor trucks had burden 
of showing that enforcement of C. L., sec. 2976, requiring such 
carrier to secure certificate of public convenience and necessity, 
would prejudice interstate transportation of freight and express 
or would impose unlawful burdens upon interstate commerce.— 
Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








ood 


(District Court, E. D., New York.) Provision of ship mort- 
gage act, sec. 30, sub-sec. S (46 USCA, sec. 974 (Comp. St., 
sec. 814644pppL), that “This section shall not be construed to 
affect the rules of law now existing in regard to * * * (2) 
laches in the enforcement of liens upon vessels,” does not apply 
to preferred mortgages, not then known.—The Red Lion, 22 
Fed. Rep. (2d) 329. 


A court of admiralty, while not a court of equity, is gov- 
erned by equitable principles.—Ibid. 


Where holder of preferred mortgage on six barges permitted 
five to be sold in admiralty proceedings without presenting his 
claim, whether or not he is entitled to prove his entire claim, 
or only a proportionate part, against the proceeds of the sixth, 
depends on whether the existence of prior liens would have 
prevented recovery of any part in the prior suits.—Ibid. 


(District Court, D., Maryland.) Whether admiralty court 
will take jurisdiction of suits between foreigners is matter en- 
tirely within its discretion, and such suits will be entertained, 
unless some special reason is shown why court should deny its 
aid.—_Danielsen vs. Entire Rios Rys. Co., Limited, et al., 22 Fed. 
Rep. (2d) 326. 

Foreign arbitration under agreement in charter party is 
not condition precedent to assumption by admiralty court of 
jurisdiction of libel based on such charter party, notwithstand- 
ing United States arbitration act, secs. 2-4 (9 USCA, secs. 2-4), 
though proceedings may be stayed till foreign arbitration is 
perfected, as provided by section 8 of the act (9 USCA, sec. 
8) .—Ibid. 

(District Court, D., Maryland.) As respects laches, courts 
of admiralty are bound only by their own discretion, though 
that discretion may be governed by the period of limitations in 
force in the local jurisdiction—The Breedijk, 22 Fed. Rep. 
(2d) 328. 


That libel in rem. for loss of part of cargo, due to improper 
stowage and handling, was not filed until about two years and 
four months after arrival of vessel, held not to justify dismissal 
of libel; local limitation period not having elapsed.—Ibid. 


Under Harter act (46 USCA, sec. 190 et seq. (Comp. St., 
secs. 8029-8035)), vessel is not relieved of liability for damages 
to shipment caused by improper stowage or handling.—Ibid. 

Vessel is not to be held responsible for damages to cargo, 
unless libelant can show affirmatively that vessel was guilty 
of negligence which would preclude setting up the exceptions in 
the bill of lading.—Ibid. 

(District Court, S. D., New York.) Suit is properly brought 
in equity to recover funds received and held by trustee, and 
alleged to have been paid out contrary to provisions of trust.— 
United States vs. Sterling et al., 22 Fed. Rep. (2d) 323. 

As between owner of vessel and purchaser in possession 
under executory contract to purchase, freights fully earned 
while agreeed purchaser is in possession, belong to purchaser; 
but freights earned after owner retakes ship for breach of 
purchase agreement belong to owner, and agreed purchaser 
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cannot by assignment defeat right of seller, on retaking posses- 
sion, to claim freights subsequently earned.—Ibid. 

Assignment by agreed purchaser of ship of freight moneys 
held effective as against claim of seller, where charter party 
commitments were carried out under supervision and manage- 
ment of trustee, assignors were not put in default under terms 
of purchase agreement, and no attempt was made by owner 
to terminate contract and retake vessel.—Ibid. 

Advances and disbursements by seller of vessel, necessary 
in performance of charter party under which freights were 
earned, constitute claim to freight moneys prior to that of 
assignee of agreed purchaser of vessel, where freights were 
earned under management of trustee after purchaser became 
insolvent.—Ibid. 

Where owner of ship discharges lien, he extinguishes it, 
and cannot enforce it against ship or her freights.—lIbid. 

Rights of shipowner as against agreed purchaser with re- 
lation to freight moneys and disbursements made in earning 
them are same as those of mortgagee.—Ibid. 

(District Court, D., Massachusetts.) The owner of a wharf 
has the same rights of controlling it as he has respecting any 
other realty, and the fact that such an owner happens to be 
a common carrier and uses its wharf in its business does not 
affect this right——Pendleton Bros., Inc., vs. Northern Coal Co., 
Schreiber vs. Same, 22 Fed. Rep. (2d) 317. 

Obligation to provide a suitable place to discharge cargo 
was on charterer, and it had the burden of arranging with the 
owner of the wharf, which it designated as place of discharge, 
to accept and discharge- chartered vessels.—lIbid. 

Charter party providing that vessels should “take turn in 
discharging,” standing alone, implies that vessel waives her 
right to discharge with reasonable promptness, and that char- 
terer warrants that she shall receive the “turn” she agrees 
to take.—Ibid. 

“Custom” means a general understanding on which all 
persons trade in a certain port, market, or commodity, and is 
an unexpressed term of the bargain.—lIbid. 

No custom short of a prescriptive right can restrict an 
owner in using his own realty.—Ibid. 

Where charter party provided that vessel should take her 
turn in discharging cargo of coal at dock owned by a railroad 
held that, to the extent that the dock and discharging appa- 
ratus thereon were ordinarily continuously in use for discharg- 
ing railroad coal, they were to be deemed separate from part 
of the docks customarily used for commercial coal, for pur- 
pose of fixing charter’s liability on its warranty that vessel 
should have her “turn,” and fact that because of railroad’s ne- 
cessities, due to strike, railroad was using entire dock for 
railroad coal, did not relieve charterer from demurrage liability 
resulting from the delay.—Ibid. 


(District Court, S. D., New York.) Charterer of scow, to 
be returned in good condition, which permitted her to remain 
moored alongside a steamship in a slip in a very exposed posi- 
tion during an unusually severe northwest gale, though there 
was ample time to move her after warning was given by the 
weather bureau, held liable for her injury by pounding against 
the side of the ship.—Charles A. Fox, Inc., vs. United States, 
22 Fed. Rep. (2d) 351. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved agreements between the 
American Hawaiian Steamship Company and the Navigazione 
Libera Triestina filed in accordance with provisions of section 15 
of the shipping act. By their terms these agreements provide for 
the movement of shipments on through bills of lading from Pacific 
coast ports of the United States to west coast of Italy ports and 
from Pacific coast ports of the United States to Adriatic, Black 
Sea and Levant ports. The through rates in each instance are 
to be the combination of the local rates of the participating 
carriers, plus the cost of transfer at New York, transfer at 
New York to be arranged for by the American-Hawaiian Steam- 
ship Company. 

The board has also approved an agreement between mem- 
bers of the Pacific Coast Australasian Tariff Bureau and the 
Gulf Intercoastal Conference. Under the terms of this agree- 
ment the Australasian lines are to receive 50 per cent as their 
proportion of the through rates charged on cargo moving on 
through bills of lading from Gulf ports of the United States to 
main ports of call in Australia and New Zealand, subject to a 
minimum proportion of $8 per ton, weight or measurement, 
except as to those commodities upon which a higher proportional 
rate is specified in the agreement. The minimum through bill 
of lading charge agreed upon is $5, of which the Australasian 
carriers are to receive $3.35 and the Gulf Intercoastal lines the 
remainder. The transshipment expenses at San Francisco are 
to be divided equally between the parties. The agreement also 
provides for the assessment of established arbitraries to out- 
ports in Australia and New Zealand. Those signing the agree- 
ment are as follows: Pacific Coast-Australasian Tariff Bureau, 
American Australia Orient Line, Canadian Australasian Royal 
Mail Line, Matson Navigation Company (Australian service), 
Transatlantic Steamship Company, Ltd., and Union Steamship 
Company of New Zealand, Ltd. 
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OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


The end of the year in the full cargo market was marked 
by extreme dullness, with fixtures of vessels at a minimum and 
only nominal quotations of rates. Most of the brokerage com- 
ments on current conditions refuse to mention existing rates for 
the reason that they represent only special conditions in each 
case and would not be a guide for the future in the event of 
development of any substantial business. There is a general 
disposition to await further activities after the holidays. 

Interest in the last week has been centered on the inter- 
coastal trade. The flurry in the lumber traffic has subsided 
with the action of the conference in stabilizing the rate at $12 
through January. An echo of the controversy over split deliv: 
eries occurred in the formal protest filed by the Associated Job- 
bers of Los Angeles with the Shipping Board against the sus- 
pension of rule 17 of the U. S. Intercoastal Conference. This 
rule specifies that “split deliveries of carload shipments between 
Pacific coast terminal ports will not be permitted except on 
payment of L. C. L. rates on the entire quantity billed.” It is 
understood other organizations representing shippers are joining 
in the action, thus bringing up the matter as a test case before 
the board. Members of the conference and also the Isthmian, 
Dimon, and Calmar lines, independents, are named as respond: 
ents in the petition. The complaint says, in part: 


That by reason of the relationship of carload rates assessed by 
respondents for straight carload shipments from one consignor to 
one consignee destined to one port of call upon the Pacific Coast, 
to the carload assessed for the transportation of carload shipments 
which are split-deliveries between the various Pacific Coast ports 
of call, complainant and the firms and corporations that comprise 
its membership are subjected to undue and unreasonable prejudice; 
that split-delivery traffic is given undue and unreasonable pref- 
erence of straight carload traffic, and persons, firms or corporations 
shipping or receiving split-delivery are accorded undue and unrea- 
sonable advantage, in violation of section 16 of the shipping act. 

That firms and corporations who receive straight carload ship- 
ments are subjected to unjust, unreasonable and excessive rates and 
charges for the transportation of straight carload shipments, in vio- 
lation of section 18 of the shipping act. 


Action of the Pacific Coast committee of the Intercoastal 
Conference in adopting a $12 rate on lumber through January 
was confirmed by the conference. It is understood that the 
Luckenbach Line, which precipitated the abandonment of the 
$14 rate by announcing a new rate of $8 per 1,000 feet, has 
accepted the $12 figure, as have the Isthmian, Calmar and 
Argonaut lines. In confirming the action of the Pacific Coast 
committee, it is also understood that allowance has been made 
for the possibility of the conference lines being called on to 
meet lower quotations by outsiders. 

It was learned that the Ford Motor Company’s freighter 
Onondaga, which arrived at Wilmington some days ago with 
lumber from the Pacific coast, is now loading general cargo at 
Philadelphia. It is understood that part of the cargo will con- 
sist of Fordson tractors and motor parts, and it is reported she 
will also lift 2,500 tons of steel booked by one of the independent 
steel companies. The vessel is reported booking cargo at less 
than conference rates. 

Most of the steel companies are said to have entered into 
long term contracts with the conference lines, but some of them 
have reserved the right to move their products on whatever 
line they choose and may be expected to favor the lines offer- 
ing the lowest rates. The prospect of the Ford company be- 
coming an active competitor in the intercoastal trade is viewed 
with some alarm by officials of the conference lines. The com- 
pany has a fleet of six freighters with an aggregate deadweight 
capacity of 29,179 tons. These are the motorship East Indian 
and the steamers Lake Benbow, Lake Gorin, Lake Ormoc, Oneida 
and Onondaga. 

The British index number of shipping freights for Novem- 
ber, 1927, at 27.75, shows an increase of 1.50 per cent, as compared 
with the index number for October, but is 40.30 per cent lower 
than that for November of last year. The latter was the highest 
value of the index number reached during the abnormal condi- 
tions created by the coal strike of last year. Freights are avail- 
able on seventeen routes. 

The European waters index at 29.84 shows a fall of 4.24 
per cent for one month and a fall of nearly 64 per cent, as com- 
pared with the corresponding figure for last year. This last 
comparison is, however, of little value, as in November, 1926, 
there were only one freight out of eight available in the Euro- 
pean waters group. In the Red Sea, Arabia, and India group 
the index for November at 26.93 shows an increase of 4.06 per 
cent on last month and a fall of 27.35 per cent as compared with 
November, 1926. No rate is available for the Java-United King- 
dom route. 

The index number for the Australia-United Kingdom route 
in November, 1927, at 29.16 is 3.09 per cent lower than for the 
previous month and 18.25 per cent lower than a year ago. The 
Argentine, Uruguay, group index at 25.51 shows an increase 
of 19.32 per cent, as compared with October, 1927, but a fall 
of 38.71 per cent as compared with twelve months ago. 

Two routes only are available in the United States group, 
and the index at 23.41 is 7.87 per cent lower than for October 
last and 52.16 per cent lower than in November, 1926. The 
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Canada to United Kingdom grain rate at 31.59 shows an increase 
of 3.71 per cent over October and is 50.88 per cent lower than 
in November, 1926. The time charter rate at 23.91 is the same 


as for October and shows a decrease of 39.62 per cent as com- S22 HB! ry = ; Storers, Distributors and Forwarders 
pared with a year ago. m2! i Terre 

The Shipping Board’s recent action in cutting the rates on : ; 13 |(°)(e ypaeaaaeeete of General Merchandise 
jute from $7.90 to $4 a ton in an effort to break the virtual a f : 
monopoly of British flag shipping on this commodity moving | Pa seoncamg —— =o prego onl 
from Calcutta to Boston and New York has resulted in a con- 3) 3if : ‘Zs 
tract with a large American importer of bagging material and SSPE Ee Se Sel “2 Virginia Bonded Warehouse Corp. 
the American Indian Line, for which the Roosevelt Steamship ‘ “ ee 1709 East Cary Street 


Company is the managing operator for the board. 
It is understood that the contract covers all of 1928 and is 


based on a minimum of sixteen sailings a year out of Calcutta MERCHANDISE STOR AGE and 


by the American flag ships. The Shipping Board is reported 


to be more than pleased with the showing thus far and expects POOL Cc AR DISTRIBUTION 


to make several more substantial contracts before the new year 


is many days old. Warehouse Lecated in Heart o! Railroad District and Jebing Trade 
Heretofore, most of the 650,000 tons of bagging material 


imported yeary from Calcutta has, been gctivered et novts At | FEDERAL COMPRESS & WAREHOUSE COMPANY 





















Early 
that they were entitled to a share of this movement and, ac- 
cordingly, Kermit Roosevelt journeyed to England, where he 
ests to bring about an amicable agreement whereby the Shipping C I { cS yan CGS ‘@) 
Board service would be allowed sixteen sailings out of the 
These negotiations extended over a long period and finally 
the Roosevelt Line to slash the rates practically in half and to ESTABLISHED 1857 
seek 1928 contracts on the $4 a ton basis. The board also TEAMING — MOTOR TRUCKING — CARLOAD 
ON WANTED—Traffi JACKS ON ; ILLE, I LA. 
POSIT! TED—tTraffic manager or assistant, several years’ 
experience, good knowledge all phases traffic matters, rates, routes, WIESENFELD WAREHOUSE COMPANY 
O. S. T. 74, care Traffic World, Chicago, Ill. 
TRAFFIC MANAGER—Thirty years’ experience with eastern Prompt and Intelligent Service. 
signments; also application and interpretation of Dearborn’s’ Perish- References: Any jobber, banker or transportation man in the city. 
able Protective Tariff. Address JAMS, Traffic World, New York, N. Y. 


last summer the Shipping Board and Roosevelt Line decided 689 South Frent Street, MEMPHIS, TENN. 
entered into negotiations with the Ellerman and Cunard inter- 

sixty-eight yearly necessary to move the huge volume of bag- 

fell through, with the result that the Shipping Board authorized ee eee 

DISTRIBUTING 
claims, classification, adjustments, etc.; now employed. Address 
General Merchandise Storage and Distribution. 
trunk lines; expert knowledge of claims, demurrage, rates, recon- 
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served notice that it was ready to make still further reductions, 
if necessary, to obtain what it believes to be a fair share of 
the trade. This action was met a few days later by the Cunard 
and Ellerman interests, who, it is understood, reduced their 
rates from approximately $7.90 to $4.50 a ton. Whether the 
rates will stay at this level depends in a large measure on 
the amount of business the Shipping Board is able to acquire. 
If it receives a satisfactory number of contracts at the $4 rate,+ 
it is presumed they will stay at this level for 1928; but if it 
is unsuccessful, it is expected to make still further cuts, which 
will probably be followed by corresponding reductions by the 
British lines. 

The present rate war is one of the most serious ones that 
has faced the shipping world in years and, unless three principals 
get together, shipping men fear that it may affect not only 
the homeward India trade but may extend to other trades. 
There is already talk of the Shipping Board lowering rates in 
the Australia service, which is also operated by the Roosevelt 
Line. 


MEASURING RANK OF PORTS 


The Department of Commerce has undertaken to answer 
the question “How many second ports are there?” asked by 
Allen S. Olmsted, II, at the Baltimore port differential hearing, 
as set forth in the Traffic World, October 1, p. 721. Thomas R. 
Taylor, assistant director of the bureau of foreign and domestic 
commerce of that department, says there are three govern- 
mental agencies which publish statistics showing import and 
export trade. They are the bureau of which Mr. Taylor is the 
assistant director, which shows imports and exports by customs 
districts, in value and in commodity units for fiscal and calendar 
years; the bureau of research of the Shipping Board, which 
collects cargo figures from each vessel clearing an American 
port or entering such a port, in foreign trade, with 100 tons as 
the minimum; and the chief of engineers of the United States 
Army. The latter collects statistics of all water-borne com- 
merce. In commenting on the work of determining the relative 
rank of ports, Mr. Taylor, in part, says: 

That New York is the Jeading port of the United States is 
granted, but what port ranks second or third? Here there is so 
much disagreement that it is apparent the statistical basis of port 
ranking is not understood. : 

Mr. Taylor points out that there is a complicating factor in 
the use of any rule for ascertaining relative rank in the fact that 
there are customs districts which do not correspond with what 
are known as ports. For instance the customs district of New 
Orleans is not merely the port of New Orleans any more than 
the customs district bearing the name of any other well known 
port comprises only that port. A further complicating factor 
is the fact that there are cargo tons and short tons. Continuing, 
Mr. Taylor says: 

In actually making any list of ports age iggen relative rank it is 
necessary to bear all these confusing facts in mind and specify very 
particuarly what the list purports to be. A list of leading export 
ports would be at great variance with one of import ports, and ports 
having a great volume of movement may not show high values. 

The method of ranking ports, therefore, resolves itself into an 
interpretation of the most commonly accepted measure of port ac- 
tivity. It is believed that most of those interested would like to 
eliminate domestic movement and base their comparisons on foreign 
trade alone, partly because it is impossible to avoid considerable 
duplication in recording domestic movement even within one port. 
The only federal agency covering domestic shipments is the Chief of 
Engineers, United States Army, as pointed out, and his report makes 
it clear that duplication is inevitable. é 

Mr. Taylor attaches three tables to his text to illustrate the 
effect of using different bases for ascertaining the relative rank 
of the ports. The first, showing the volume of foreign trade 
for the calendar year, 1926, shows the first five ports as being: 
New York, Baltimore, New Orleans, Norfolk and Philadelphia. 
The second, using both imports and exports, shows the ranking 
five to be: New York, New Orleans, San Francisco, Boston and 
Seattle. 

A third table shows foreign trade by customs districts, with 
imports and exports combined. That table shows the five rank- 
ing districts as follows: New York, New Orleans, Galveston, 
Washington (Seattle), and San Francisco. Those tables show 
only two second ports, New Orleans and Baltimore. 


CARRIAGE OF GOODS BY SEA 


Prefaced with the statement that the National Industrial 
Traffic League reiterates its position that it prefers adoption 
of the so-called Hague rules, with certain modifications, by 
statute rather than by treaty, and that suggested reservations 
are put forward for consideration only in the event it is de- 
cided to ratify the proposed treaty embodying the rules, the 
following has been filed with the Senate committee on foreign 
relations by R. C. Fulbright, chairman of the League’s legisla- 
tive committee: 


At the conference held by your sub-committee appointed to make 
recommendations with respect to a convention for the unification of 
certain rules relating to bills of lading for carriage of goods by sea, 
on the 21st instant (see Traffic World, Dec. 24, p. 1494), the chairman 
suggested that the representative of the National Industrial Traffic 
League furnish the committee with a statement of the reservations 
suggested by that organization. 


THE TRAFFIC WORLD 





Vol. XLI, No. 1 


As chairman of the legislative committee of said organization I 

am submitting here with our suggestions as to reservations with a 
brief statement in support thereof. 
_ First. We approve the suggestion contained in the communica- 
tion from the Hon. Joseph O. Grew, acting secretary of state, in his 
letter of November 24, 1927, to the president, a copy of which has 
been transmitted to you with the message from the president. The 
suggestion is that an appropriate reservation be made to the effect 
that nothing in the convention shall be construed as affecting or 
impairing the existing law of the United States in the Harter act of 
February 13, 1893 (27 Stat. L. 445), which shall continue to govern 
liability between shippers and carriers before goods are loaded on 
the vessel and after they are discharged therefrom. 

In the Edmonds bill, H. KR. 12339, introduced in the 68th Con- 
gress, by which it was proposed to enact into law the subject mat- 
ter covered by the convention, the reservation with respect to the 
Harter act was expressed in section 2 of Title 2 thereof in the fol- 
lowing language: 

“Nothing in this act shall be construed as superseding any part 
of the act entitled ‘‘an act relating to navigation of vessels, bills of 
lading, and to certain obligations, duties, and rights in connection 
with the carriage of property,’’ approved February 13, 1893, or of 
any other law which would be applicable in the absence of this act, 
in so far as that act or such other law relate to the duties, re- 
sponsibilities, and liabilities of the ship or carrier prior to the time 
when the —? are loaded on or after the time they are discharged 
from the ship.” 

The language above quoted has the approval of our organization 
and should give that assurance which the shippers desire with re- 
spect to retaining certain provisions of the Harter act. 

Second. We believe that the United States government should 
make appropriate reservations to protect the rights to prevent dis- 
criminations by appropriate legislation. This was recognized in sec- 
tion 4 of Title 2 of H. R. 12339, which refers to section 5 of Title I 
of that bill, section 5 being identical with the first sentence of article 
5 of the convention. 

The language of section 4 of 12339 would appear to be appropriate 
without the necessity for referring to particular statutes now in ef- 
fect. By changing the word “act’’ to the word ‘“‘convention’’ and by 
changing the reference to section 5 to a reference to article 5, the 
following language would appear to cover an appropriate reserva- 
tion: 

“Nothing contained in this convention shall be construed as per- 
mitting a common carrier by water to discriminate between compet- 
ing shippers similarly placed in time and circumstances, either: (a) 
in the issue, or request, of bills of lading subject to the provisions 
of this convention; or (b) when issuing bills of lading subject to 
the provisions of this convention, in the surrender, on request, of 
any of the carrier’s rights and immunities hereunder, or in the in- 
crease, on request, of any of the carrier’s responsibilities and lia- 
bilities hereunder, pursuant to article 5, of this convention.” 

Third. We believe that appropriate reservation should be made 
in connection with section 4 of article 4 of the convention in order 
to make it clear that the affirmative permission to make resaonable 
deviation shall not be construed to include deviation for the purpose 
of securing or delivering cargo or passengers. This may be covered 
by simple reservation to the effect that the United States reserves 
the right to interpret reasonable deviation as not including deviation 
for the purpose of securing or delivering cargo or passengers but that 
this shall not be construed to prohibit carriers from entering into 
a contract specifically allowing the ship to call at any number of 
named ports in any reasonable order, to load or discharge cargo for 
the pending or return voyage. 

or your information this section was so amended in H. R. 
12339, which we quote below, the boldface portion being that portion 
which was added to the original section which was contained in the 
Hague rules. The amendment section reads as follows: 

“Any deviation in saving or attempting to save life or property 
at sea or any reasonable deviation for purposes other than. securing 
or delivering cargo or passengers shall not be deemed to be an in- 
fringement or breach of this act or of the contract of carriage and 
the carrier shall not be liable for any loss or damage resulting 
therefrom: Provided, That nothing herein contained shall be con- 
strued to prohibit the carrier from entering into a contract speci- 
fically allowing the ship to call at any number of named ports in 
any reasonable order, to load or discharge cargo for the pending or 
return voyage.” . 

Fourth, objection is made to section 5 of article 4 of the con- 
vention in two particulars. First, in the second sentence of the sec- 
tion it is stated that the declaration of nature and value of the 
goods, “if embodied in the bill of lading shall be prima facie evi- 
dence but shall not be binding or conclusive on the carrier.’’ Ob- 
jection is made to the words “binding or’? and if such declaration 
is in no wise binding upon the carrier, it would appear that it is 
not even prima facie evidence. The reservation should state that 
such a declaration shall be prima facie evidence but shall be binding 
in the absence of any contrary evidence. 

The second objection to section 5 of article 4 of the convention 
relates to the last sentence of the section which reads as follows: 

‘“‘Neither the carrier nor the ship shall be responsible in any event 
for loss or damage to, or in connection with, goods if the nature or 
value thereof has been knowingly misstated by the shipper in the bill 
of lading.”’ 

In H. R. 12339 this clause was changed to read as follows: 

“Neither the carrier nor the ship shall be responsible in any 
event for loss or damage to or in connection with the carriage of 
the goods if the nature or value thereof has been knowingly mis- 
represented by the shipper in the bill of lading, and such misrep- 
resentation is prejudicial to the carrier.’”’ (See par. 6 of sec. 4, Title I 
of H. R. 12339.) 

In this connection attention is directed to the expression used 
in article 3, section 5 of the convention relating to the representa- 
tion made by the shipper as to ‘‘marks, number, quantity, and weight”’ 
and it is stated that “the shipper shall indemnify the carrier against 
all loss, damages, and expenses arising or resulting from inaccuracies 
in such particulars.”’ 


The language last quoted is satisfactory to the shippers and some 
such condition should be attached to the provision as to nature or 
value, to the effect that the carrier should be exempt from re- 
sponsibility to the extent that the misrepresentation has prejudiced . 
the carrier. A mere misstatement of value should not entitle the car- 
rier to be exempt from all responsibility for loss or damage nor should 
a misstatement of the nature of the goods exempt the carrier unless 
reliance upon such misstatement contributed to the loss or damage. 





SHIPPING PLANS 
Secretary of Commerce Hoover has under consideration the 
calling of a conference for the purpose of effecting a better 
organization of the ocean shipping industry than now exists. 
Requests have come to the secretary from steamship associa- 
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Let us help mak. 
New Year| 


And this is how we can do it— 


Act as your Branch. Receive any class of merchandise, check it carefully, 
assort it, furnish a complete report, stow it away carefully and charge 
you per package by the month. Take care of any class of shipping docu- 
ments, draw drafts, make collections. Ship via freight, express, mail, 
water or deliver locally. Issue negotiable receipts. Advance money on 
staple commodities. Take up drafts. Furnish various information regard- 
ing local conditions, in fact, perform the functions of a typical branch 
yet without the usual expense of maintaining a clerical and labor organi- 
zation, real estate obligations and, most important, the responsibility. 
Loft space, offices can be secured for short term periods. Heavy or 
clerical labor furnished by the hour. You receive the advantage of the 
lowest contents insurance rates because the buildings are modern and 
protected by reliable watchmen. We can save you money and increase 
your business by assisting you in the most practical manner. 
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A selected list of Warehouses we represent 


Bailey Warehouse - - - - - 
Interstate Forwarding Co. - - - 
Kennicott-Patterson Whse. Corp. - 
Laney & Delcher Stge. Co. - - - 
Merchants Transfer & Stge. Co. - 
Metropolitan Warehouse Co. -_ - 
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Overland Freight Trans. Co. - = 


(Gibraltar Warehouse) 


Security Warehouse Co. a 


Particulars regarding any of the above ware- 
houses can be procured thru any of our offices 
at CHICAGO, NEW YORK or KANSAS CITY 
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tions for coordination in the industry to the end of obtaining 
greater support from American shippers. The plan to hold a 
conference is in the formative stage. Norman F. Titus, chief 
of the transportation division of the Department of Commerce, 
has advocated the establishment of an American chamber of 
shipping. 


MERCHANT MARINE BILL 


Senator McKellar, of Tennessee, has had printed an amend- 
ment intended to be proposed by him to Senator Jones’ bill, 
S. 744, providing for a replacement program with respect to 
Shipping Board vessels and for restrictions on sales of vessels 
by the board. Senator McKellar’s amendment would prohibit 
the sale of any vessel or lines of vessels by the board when they 
are not losing money, nor sale of such vessels or lines without 
the consent and approval of Congress. Vessels not being used 
by the board and which in the judgment of the board could not 
be used successfully in the carrying trade of the United States 
would be excepted from the prohibitions as to sales. 


COMMERCE IN U. S. SHIPS 


American vessels in the ten months ended with Ocotber 
carried 33.5 per cent, by value, of general imports, and 35.2 
per cent of domestic exports, in the foreign commerce of the 
United States, as compared with 30.5 per cent and 34 per cent, 
respectively, in the corresponding period of 1926, according to 
the monthly summary of foreign commerce issued by the De- 
partment of Commerce. In October, American vessels carried 
30.1 per cent of general imports and 34.8 per cent of domestic 
exports, as compared with 30.4 per cent and 38.2 per cent, re- 
spectively, in October, 1926. 


WHEAT THROUGH CANAL 


Shipments of wheat through the Panama Canal in November, 
1927, totaled 351,224 long tons, as compared with 173,988 long 
tons in November, 1926, according to the Panama Canal Record. 
Pacific ports of the United States shipped 247,441 tons, approxi- 
mately 70 per cent, and the west coast of Canada the balance 
of 103,783 tons, about 30 per cent of the total of 351,224 tons 
in November, 1927. Shipments were destined as follows: Eu- 
rope, 333,921 tons; Cristobal for orders, 7,123 tons; east coast of 
South America, 1,018 tons; West Indies, 9,113 tons; and the 
east coast of the United States, 49 tons. 


SHIPPING TRAFFIC OF HAMBURG, ETC. 


A comparison of the arrivals of tonnage at five of the most 
important North Sea shipping centers showed that all ports, 
with the exception of the Nieuwe Waterweg, increased their 
shipping traffic in the eleven months’ period from January to 
November, 1927, when compared with the corresponding period 
of 1926, said a report to the Department of Commerce from 
American Trade Commissioner James T. Scott, Hamburg. 

Whereas the figures of shipping traffic arriving at Hamburg 
and Bremen showed quite substantial increases, when compared 
with last year, both having advanced their shipping traffic in 
the same proportion, by roughly 12 per cent, arrivals of tonnage 
on the Nieuwe Waterweg decreased in approximately the same 
ratio to the increase of the two German ports. 

The traffic arriving at Rotterdam was about on the same 
level as last year, there being an increase of barely half a per 
cent. Antwerp, however, was able to improve her figures by 
an increase of 3% per cent. 


RECONDITIONING OF AMERICA 


Additional improvements to the staterooms and other pas- 
senger accommodations of the America, which is being recon- 
ditioned at Newport News for service on the United States 
Lines, have been authorized by the Shipping Board. The im- 
provements authorized are in addition to those previously 
planned for in reconditioning the ship, and will result in making 
the vessel one of the finest and most luxuriantly appointed 
cabin vessels in the north Atlantic passenger service, according 
to the board. The reconditioning of the America is rapidly 


nearing completion and the vessel is expected to make a sailing 
in March. 


TAX ON FOREIGN-BUILT BOATS 


The German Embassy has submitted to the Department of 
State representations with respect to the tax on foreign-built 
boats as provided in the revenue bill recently passed by the 
House. (See Traffic World, Dec. 24, p. 1502.) The question 
is raised by the embassy as to whether the boats covered by the 
bill are merchandise within the meaning of provisions of the 
German-American commercial treaty. If they are held to be 
—— the proposed tax would be in violation of the 
reaty. 


PARCEL POST REGULATION 


Effective at once, parcel post packages will be accepted for 
delivery in Trans-Jordan up to a weight limit of 22 pounds, 
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according to an announcement by W. Irving Glover, second as- 
sistant Postmaster-General. Packages weighing more than 11 
pounds but not more than 22 pounds will be subject to the 
postage rate of 14 cents a pound or fraction thereof plus a 
transit charge of $2.10 per parcel. 











SALE OF PACIFIC LINES 


Drafts of advertisements, instructions to bidders and drafts 
of contracts covering the proposed sale of the American Aus- 
tralia Orient Line, the American Oriental Mail Line and the Ore- 
gon Oriental Line, which are now operating for Shipping Board 
account from American Pacific ports, have been approved by 
the Shipping Board. The advertisements will be given wide 
publicity and inserted at once in issues of newspapers in the 
principal cities of the Pacific coast and bids are to be opened 
February 10. The lines embrace a total of 37 vessels. 





PROPOSED MERGER OF CANADIAN LINES 


“A proposal has been placed before Premier MacLean, em- 
bracing the taking over of the Pacific Great Eastern Railway 
Co. and the Edmonton & Dunvegan Line in Alberta, and joining 
the two lines to secure an outlet for the Peace River district 
at Vancouver,” says Trade Commissioner E. G. Babbitt, of Van- 
couver, Canada, in a report made public by the Department of 
Commerce, continuing as follows: 


This scheme involves the formation of a $127,000,000 company, 
which would assume the entire indebtedness of the two existing lines. 
The cost of extending the Pacific Great Eastern northward to the 
Alberta boundary is estimated at $35,000,000. British capital is said 
to be back of the plan. 

In return, the British Columbia government would hold $40,000,000 
in stock of the new company, and the Alberta government $30,000,000. 
The board of directors would include three representatives of the 
British Columbia government, two of the Alberta government, and 
two of the shareholders. 

The railway building project would carry with it a large-scale col- 
onization program, for which the company would expect a grant from 
the Dominion government of $10,000,000. 

Premier MacLean gave assurance of consideration by the British 
Columbia government, but pointed out that both the Dominion gov- 
ernment and the Alberta line were vital factors in the project, and 
any definite proposition depended on the outcome of negotiations with 
them. He also laid down three conditions to be fulfilled thereafter: 
First, that the Pacific Great Eastern should be extended into the 
Peace River country; second, that the British capitalists backing 
the scheme must be shown to be financially sound; and, third, that 
the continuous operation of the extended railway system must be ab- 
solutely guaranteed. 


AIR TRAFFIC REGULATION 


Airplanes carrying passengers or merchandise making three 
trips or oftener a week between a port of the United States 
and a foreign port shall not be required to make entry at the 
customhouse, providing that the pilots of such airplanes shall 
be required to report such merchandise to the collector within 
twenty-four hours after arrival, according to a regulation promul- 
gated December 31 by the Department of Commerce under 
authority contained in the air commerce act of 1926. 

The action in regard to these airplanes is similar to the law 
regarding seaplanes. Section 401 of the tariff act of 1922 de- 
fines any water craft or other contrivance used as a means of 
transportation “in water and in air’ as a vessel. Section 441 
of the tariff act provides that such passenger vessels making 
three trips or oftener a week between a port in the United 
States and a foreign port, or such vessels used exclusively as 
ferry boats carrying passengers, baggage, or merchandise shall 
not be required to make entry at the customhouse, although they 
must report to the collector of customs any baggage and mer- 
chandise they have on board. 


COMMERCIAL AVIATION 


The House committee on appropriations has reported to the 
House the annual appropriation bill covering the Department 
of Commerce, Department of State, Department of Justice and 
Department of Labor, carrying $662,000 for the regulation of 
aircraft in commerce under the air commerce act and $3,209,850 
for air navigation facilities, for the fiscal year ending June 30, 
1929. The appropriations for the current fiscal year were $700,- 
000 for regulation of aircraft in commerce and $3,091,500 for air 
navigation facilities. 

In the hearings on the bill, William P. MacCracken, ZJr., 
Assistant Secretary of Commerce for Aeronautics, said there 
were about 4,000 civilian-owned planes in the United States, of 
which about 3,500 were on the records of the department. He 
said there were 574 municipal airports in operation or pro- 
posed; that the department had 167 intermediate landing fields; 
that there were 207 privately owned landing fields and 60 or 80 
army or navy fields. 

Colonel Charles A. Lindbergh appeared before the commit- 
tee and testified as to the necessity of establishing permanent 
airports. He said he did not think.the aircraft of today were 
nearly as efficient as they would be in a few years from now. 
He thought it was of the greatest importance to have uniform 
laws and regulations as to licensing of pilots and inspection of 
planes. He said if each state would adopt individual rules, in- 
terstate commerce would be greatly hampered. 
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Bring your factory here and 
you'll save money. Land, 
ideal for industrial sites, is 
available at surprisingly low 
rates. You will then have at 
your very door—three trunk 
railroads, the best possible 
roads for motor truck haul- 
age, open and closed storage, 
and a completely modern 
Marine Terminal. 


We invite correspondence, 
but should particularly wel- 
come a personal interview. 
All inquiries will be held in 
strict confidence. Please 
address 


Charles H. Gant, Manager 


Wilmington Marine Terminal 


Wilmington, Delaware 


WILMINGTON 


on the Delaware 








The Addition of 
STEAMSHIP LINES 
During 1927 


Gives a regular service out of the 
Port of Houston which reaches 
practically every port in Europe 
and many ports in the Orient. 
The tremendous Hinterland of 
the Port of Houston represents 
one-third of the area of the United 
States. 


These markets of the Great 
Southwest are most economi- 
cally and quickly reached 


through the 


\ 


GATEWAY 
of the 


PORT OF HOUSTON 


The official organ of the Port 
Commission is 


“PORT HOUSTON” 


It is an interesting story graphi- 
cally told and it is free for the 
asking. 


Address 


The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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Freight Rates 


Sixteenth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Classification Rules—Part | 


The rules of the three major classifications, as well as the 
descriptions of the articles and the class ratings, are impor- 
tant as basic rate factors. It is necessary, therefore, that the 
principles of these rules be examined in order to appreciate 
their significance as rate making factors. One who understands 
the essentials of these rules of transportation and appreciates 
their significance has gone a good distance along the road to a 
sound foundation in traffic management, for these rules are 
the crystallized results of forty years of railroad transportation 
experience and are, for that reason, if for no other, worthy of 
careful study by all who wish to understand traffic problems. 
The fact that these rules are also read into every contract of 
transportation by railroad or joint rail and water routes, unless 
specific mention to the contrary is made in lawful manner, 
makes their substance all the more important. 


There is one word of warning to be given to those who 
approach the study of .these rules seriously. They belong to 
the category of information to be studied with the idea of 
learning principles and application, and not things to be learned 
by rote without reason. It is not important that the rules be 
known by number or memorized, but it is fundamentally neces- 
sary that they be understood. 


The Publication of the Rules 


The rules as now published in the Consolidated Freight 
Classification represent the official rules of the three major 
classification committees. Wherever the rules are identical, as 
they are in most cases, a sinngle rule is published applicable 
to transportation via all carriers in the Official, Southern, and 
Western classification territories. Where differences occur, sub- 
sections of the classification rules indicate the rule applied in 
the several territories. 


Rule 1 


Rule 1 provides that shipments, under ordinary circum- 
stances, are transported under one of the several uniform bills 
of lading prescribed for use in connection with interstate com- 
merce by the Interstate Commerce Commission. The bill of 
lading may be: 1. A uniform domestic straight bill of lading; 
2. A uniform domestic order bill of lading; 3. a uniform ex- 
port straight bill of lading; or 4, a uniform export order bill 
of lading. 


Shippers may elect to have the transportation service per- 
formed under the terms of one of these contracts or under 
common carrier liability service, governed by the common law 
and by federal and state statutes applicable to the movement. 


When a consignor notifies the initial carrier that he wishes 
not to accept all the terms and conditions of these bills of 
lading as they may be respectively applicable to the trans- 
portation, the goods are subject to the common law liability 
of the carrier and to the terms of the bill of lading contract 
where the terms are not inconsistent with the common law and 
federal and state statutes. Notification must be made in an 
indorsement of the bill of lading signed by the shipper and by 
the agent of the original carrier at the point of shipment. An 
extra charge of 10 per cent is added to the rate published by 
the tariffs applicable to the shipments to compensate the carriers 
for the assumption of this extra liability. The minimum extra 
rate is one cent a hundred pounds. 


Rule 1 also provides that, unless a specific notation affirm- 
atively stating that marine insurance is included in the pub- 
lished tariff rates, no rate includes marine insurance. Joint 
rail and water rates must be examined to determine whether 
or not marine insurance is included. If the tariffs applicable 
to movements of freight are silent on this subject, the rates, 
it may be certain, do not include protection against the perils 
covered by marine insurance. Other arrangements must be 
made by the owners of the goods to protect themselves from 
loss through these perils. 

Rule 2 


Rule 2 contains extracts from the interstate commerce act 
providing penalties of fines, imprisonment, or both, to be in- 
flicted on those convicted by the courts of obtaining transporta- 
tion by carriers, subject to the act, through false billing, mis- 
representation, false classification, dishonest weights, or other 
fraudulent device.” 





1Adopted by carriers in Ofscial, Southern and Western Classifica- 
tion Territories, March 15, 1922. 
"Interstate Commerce Act, Section 10. 


Agents of the carriers are directed to have inspections 
made of the goods whenever they deem it necessary to verify 
the contents of packages and the correctness of descriptions. 
The descriptions of articles incorrectly billed must be corrected 
and charges assessed according to the proper description of 
the goods contained in the classifications or tariffs lawfully 
applicable. 

The rule also provides specifically that the bills of lading 
and shipping orders must indicate the number of articles, bun- 
dles, packages, or pieces comprising the shipments. This does 
not mean the number of articles in the containers, but the num- 
ber of visible units offered for transportation. 


Rule 3 


The railroads and the joint rail and water routes are not 
adapted to handle very valuable freight. This class of traffic 
is handled advantageously by the express carriers. Rule 3, of 
the classification, forbids the acceptance by carriers subject to 
the rules of bank bills, coins, currency, valuable papers or 
documents, jewelry, stamps, precious stones, or precious metals, 
unless otherwise specifically provided in the tariffs of the 
carriers. 

Rule 4 


The fact that class ratings are provided in the classification 
for articles of any given description does not obligate the car- 
riers governed by the classification to receive freight that may 
impregnate or damage the equipment of the carriers or the 
freight of others. Freight of this character may be accepted 
and a receipt given for it to be moved subject to delay awaiting 
suitable equipment, or, if such equipment is not available, it 
may be refused. 

Rule 5 


Rule 5 is a shipping specification rule that stipulates, in 
substance, that freight tendered for transportation to carriers 
using the classification must be packed and otherwise prepared 
for shipment in the form specified in the items of the classifica- 
tion that provide descriptions of the goods and the forms in 
which they may be prepared for movement. 


Articles in insecure packages or other containers may be 
refused transportation by the carriers and higher class ratings 
are provided for goods packed in containers that do not fully 
comply with classification specifications. Bases for class ratings 
are provided for articles that may be shipped in one form of 
container specifically listed in the appropriate classification 
item, when such goods are offered in other containers for ship- 
ment in which the classification provides no rating. For exam- 
ple, if goods are shipped in machine pressed bales, but no rating 
is provided in the classification for goods shipped in this way, 
the ratings assessed is one class higher than the rating pub- 
lished in the classification for the goods in barrels or boxes, 
whichever is higher. 


Rule 6 


Rule 6 is the marking specification rule. All freight shipped 
in less than carload lots at less than carload rates or any-quan- 
tity ratings must be marked in accordance with the detailed 
specifications provided in this rule, or, if the articles are of a 
dangerous nature, as specified in the rules promulgated by the 
Commission for the government of the transportation of such 
freight.’ 

Each piece of freight must be marked plainly, legibly, and 
durably, by brush, stencil, marking crayon, rubber or metal 
type, pasted label, tag, or other device. The mark must show 
the name of not more than one consignee, station, town, and 
state to which the freight is destined. Fragile articles must be 
marked “Fragile—Handle with Care,” and articles shipped “to- 
order” must be designated in this way and marked with an 
identifying symbol or number. Export shipments may be marked 
with the name and address of the representative at the port of 
export. Old marks must be effaced or removed. Marks on the 
freight must be compared with marks on the bills of lading 
and corrections made by the shippers before the bills of lading 
are executed. 


Shipments that occupy the visible capacities of the cars 
used for their transportation, or that weigh 24,000 pounds or 
more, forwarded by one shipper from one station, in or on one 
car, in one day, to be delivered to one consignee at one des- 
tination, need not be marked. Freight in excess of full carload, 


SRegulations for the Transportation of Dangerous Articles Other 
Than Explosives, I. C. C. See also Rule 39. ‘ 
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Route Your Shipments Care of 
Great Lakes 
Transit Corporation 


21 freight steamers—unequaled 
refrigerator service—attractive 
savings under all rail. 

Routes extending from coast to coast in connection with 
rail lines. 


Also unexcelled passenger service: Steamers ape 
OCTORARA and TIONESTA between Buffalo, N. Y., and 
Duluth, Minn., and intermediate ports 


Communicate with us regarding rates a fares 
223 Erie Street, Buffalo, N. Y 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia... Wednesdays and Saturdays 


eeoeercsee 














Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: ° 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


Service That Satisfies 












TRIPP WAREHOUSE COMPANY 


Merchandise 24 Machinery Storage 
POOL CAR DISTRIBUTION 


' MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 


S00 TERMINAL eee 


Storers and Distributors of 


MERCHANDISE 
Chocolate and other candies stored 
all year round. 

Space for Rent 


Cool Temperatures 
“THE ECONOMICAL WAY” 


NION CITY°O--o WATERBURY 
BEACON FALLS@,-ONAUGATUCK 
ANSONIA QOSEYMOUR 
SHELTON go OERBY 
DEVON 6 _-O MILFORD yew HAVEN 









o=S STRATFOR NEW LONCON 


SOUTH NORWALK 


TO ALL LONG ISLAND SOUND 
POINTS WEST Ie 


WEW YORK 
TO ALL POINTS SOUTH BOAT AND‘RAIL 


THE TRAFFIC WORLD 





WILLIMANTIC @, 
NORWICH 





samme BOAT SERVICE 
STORE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS Q){Q] 





Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND Los — 
To—HAVANA AND NEW Y 


EASTBOUND SAILI NGS 


From San Francisco From Los Angeles 


S. B. BOCUABOR. .0scccccccvecces January 7 January 9 
S.S. COLOMBIA............. February 4 February 6 
Lakmigeesaueiel February 25 February 27 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de p ad gg oe Acajutla, La Libertad, La 
Union, Corinto, a, Puntarenas, San Juan del Sur, 
Balboa and Cristobal ‘bal tpg Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 


10 Hanover 8q., New York } N.Y. 648 8S. Spring St., Los Angeles, Cal. 


GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the convenience of 
American Import and Export shippers 


Freight Rates Farnished To, From and Through 
Germany and To Central Europe Free of Cost 
APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 
HANS ENGEL, General American Representative 


11 Broadway, NEW YORK, N. Y. 


IN 


COLUMBUS, OHIO 
IT’S 
THE MERCHANDISE STORAGE CO. 
U. S. BONDED 
FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 





CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 


Represented by 
are WAREHOUSING, INC. 





THRU RATES AND 
DIRECT WATER ROUTES 


MYSTIC South Norwalk, Bridgeport, N: 
<7? WESTERLY ti YOM London and horus — 


t Cc. a A., Ww. T. | Inter-Mountain, 
O South and Southwest 


CLYDE, OLD DOMINION, SAVANNAH, 
@ MALLORY and MORGAN S. S. LINES 


aor SEWETT CITY 


THAMES RIVER LINE, INC., Pier 32 E. R., New York City, =®N®ST =, FucHs, 
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PANAMA MAIL 8.8. CO. 








38 THE TRAFFIC WORLD 


shipped under the provisions of the overflow rule,‘ must be 
marked unless the excess amounts to 20,000 pounds or more. 


Rule 7 


Rule 7 provides that, in the absence of a special provision 
to the contrary in the classification or exceptions, the name of 
only one shipper, consignee, and destination is permitted to be 
shown in the shipping order or bill of lading covering a ship- 
ment. This provision does not prohibit, however, the name of 
a person, at the same destination, other than the consignee, 
being shown on a bill of lading, to be notified of the arrival of 
a straight or order-notify shipment. The person to be notified 
may be located at a point other than the destination of the 
shipment when the notify person is located at a point inac- 
cessible to the rails of the carrier, at a prepay station, a rural 
free delivery route, or at a point where the post office and the 
adjacent railroad station are differently named. 

The surrender of the original order bill of lading, properly 
endorsed or negotiated, is required before the freight covered 
by this negotiable bill is delivered to the carrier. If the bill 
of lading is lost or mislaid, the goods may be delivered before 
the surrender of the bill or without the bill only on the receipt 
of a certified check for an amount of 125 per cent of the invoice 
or value of the goods, or of a bond for twice this amount. The 
carrier may choose between these types of security, and the 
bond, if elected to be received, must be acceptable to the car- 
rier. A blanket bond may be accepted in lieu of individual 
bonds for each shipment, if satisfactory to the carrier as to 
amount, form, and surety. 

Rule 8 


Rule 8 is a specific prohibitory rule stating that the carriers 
will not advance any charges or payments of any kind or for 
any purpose to shippers, consignees, or the owners of the freight, 
nor to the agents of any of these persons, nor to draymen or 
warehousemen for the accounts of any of these persons. 


Rule 9 


Rule 9 provides the basis for the carriers’ assurance of the 
payment of freight charges. All charges must either be prepaid 
or guaranteed, under the terms of this rule, when the value of 
any shipment is not sufficient to realize the total amount of 
charges due at destination at forced sale. The judgment of the 
agent of the initial carrier at the point of origin governs, so 
that prepayment or guarantee of charges may be obtained or 
the goods refused transportation at his discretion, unless such 
freight is forwarded on the guarantee of the shipper that charges 
will be paid at destination, and on the approval of the general 
freight department of the initial carrier. 


The details of such approval must be shown on the waybills 
covering such shipments, and, if the charges are not paid at 
destination, each carrier has recourse to its immediate connec- 
tion for reimbursement of the freight earned. The initial carrier 
is finally liable and must look to the shipper or the party guar- 
anteeing the payment of the charges. 


Thus, a joint shipment of this character, forwarded by a 
shipper X for consignee Y, over a route made up of the lines 
of the A, B, C, and D railroads, the A railroad being the initial 
carrier, if unpaid by X at destination, would be settled as fol- 
lows: The D railroad will look to the C railroad, its imme- 
diate connection, for its charges; the C railroad would look to 
the B railroad, which would, in turn, look to the initial carrier, 
the A railroad. This road would then have recourse on the 
shipper X for the full amount of charges. 


Rule 10 


Rule 10 is the mixed carload rule, which provides the basis 
on which charges are computed when mixtures of several differ- 
ent classes of freight are forwarded at one time as one ship- 
ment. Separate sections are provided, one for application in 
the Official Classification, and another for application in con- 
nection with the Western and Southern classifications. 

Under the Official Classification section, a number of dif- 
ferent articles for which carload ratings or rates are provided, 
when shipped at one time by one shipper to one consignee at 
one destination in a carload, are charged for, unless otherwise 
provided, at the carload rate applicable to the highest classed 
or rated article in the shipment. The carload minimum weight 
assessed is the highest provided for any of the articles in the 
mixed shipments.’ Articles of any kind, class or commodity, 
for which carload rates or ratings are provided may be con- 
solidated in this way under the Official Classification rule. 

The section applicable in connection with the Southern and 
Western classifications is identical with thrt used with the 
Official Classification, except that the rule provides that mixed 
shipments including articles for which carload ratings are pro- 
vided are charged at the highest carload rate applicable. The 
section, as it is applied in connection with the classifications 
other than the Official, does not apply in connection with com- 
modity rates, except, in connection with the Southern Classifi- 


*See Rule 24. 
SRule 10, Section 1. 
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cation, articles classified at fertilizer or special iron rates may 
be included in mixtures under the rule.® 

When the aggregate charge on the entire shipment is lower 
if the articles are considered as if they were divided into two 
or more separate carloads, the charges are based on this lower 
basis. If the shipment moves under the provisions of the 
Official Classification, the charges assessed on each separate 
carload are based on the carload rate applicable to the highest 
classed or rated article in the mixture and at the highest car- 
load minimum weight provided for any article in the separate 
carloads. Under the Southern and Western classifications, the 
rule is the same, except that, if one of the carloads is subject 
to a commodity rate, the carload minimum weight applicable to 
that rate is applied to that carload.' 

Another alternative is provided for working out the lowest 
possible basis of charges for mixed shipments. When the ag- 
gregate charges on the entire shipments are less than on the 
basis of the carload rates and minimum weights for one or 
more of the articles in the mixtures, and on the weights of 
other articles at the less-than-carload rates, the shipments are 
charged for on this basis. The actual or authorized estimated 
weights are used in this case if they exceeed the minimum 
weights. 

There are, therefore, several alternative ways in which 
charges may be assessed on mixed shipments, and the shipper 
has the benefit of the lowest basis of computing charges: 


1. The shipment may be considered as a single shipment and 
charged at the highest rate and highest carload minimum applicable 
to any article in the mixture. 

2. The shipment may be rated as a number of less than car- 
load shipments and the L. C. L. rates may be applied to each article. 

3. The shipment may be divided into a number of carload ship- 
ments and the rates assessed on the basis of the rate applicable to 
the highest rated article and the highest carload minimum applicable 
to any article. 

4. The shipment may be considered as one carload and several 
less than carload shipments and rated accordingly. 

5. It may be rated as several carloads and several less than car- 
load shipments. 


This method of computing charges may not be used in work- 
ing out the charges on mixed shipments when the articles in 
the mixtures do not have carload ratings or rates provided for 
them or on shipments of live stock. The overflow rule (rule 24) 
does not apply to mixed shipments when any article in the 
mixture is subject to rule 34—the rule providing for a sliding 
scale of carload minimum weights—if shipped in straight car- 
loads. 


If specific carload mixtures are provided and ratings are 
provided for such mixtures by the tariffs of the carriers or by 
the classifications, the application of rule 10 to the same articles 
or mixtures in mixed carloads with another article or other 
articles not named in the mixture is not prevented. The spe- 
cific ratings and minimum weights provided for each of the 
articles in the mixtures are used to determine the charges. 


Rule 10 is applied if lower charges result from the appli- 
cation of the rule than under the provisions of the items per- 
mitting specific mixtures and applying rates or ratings for 
them.® : 

Thus, the fact that cork bars, sheets, or slats, with binder 
other than asphalt, or without binder, and granulated or ground 
cork, or cork pipe or tank covering with or without binder, 
loose or in packages, in mixtures, are specifically rated at fourth 
class, carload minimum 20,000 pounds, subject to rule 34, in 
the Official, Southern and Western classifications, does not pre- 
vent these individual items from being mixed under the pro- 
visions of rule 10. The ratings and carload minima provided 
for each item of the mixture, and not the specific mixture 
rating and minimum, are used in assessing charges under 
rule 10.° 

Rule 11 


Rule 11 provides the official bases for computing charges 
on the weights of shipments. Charges are always assessed on 
the bases of the gross weights of the freight and containers 
except when estimated weights are authorized to be used in 
lieu of the actual gross weights. Minimum weights must also 
be used when they exceed the actual weights of the freight. 

Charges or allowances for temporary blocking, racks, stand- 
ards, strips, or similar bracing, dunnage, or supports, when such 
materials are used to protect shipments, are provided for in 
another rule.’ 

Rule 12 


Rule 12 provides the bases for the assessment of minimum 
charges. Individual less-than-carload shipments of goods rated 
at the same class ratings are charged the rates published for 
the rating applicable at the actual weight or at the authorized 
estimated weight or at the minimum weight if one is provided. 
Single L. C. L. shipments of freight of two or more different 


SIbid, Section 2. o 

Ibid, Section 3, Paragraphs A and B. 

SIbid, Note. 

*Consolidated Freight Classification No. 5, Page 149, Item 13, see 
also Items 5, 8, 10, 14 and 16. 

See Rule 30. Of 
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SWITCHING 


LOW 
INSURANCE 
RATES 
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GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 
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It's the Dinkler Hotels 


The Carling—Jacksonville, Fla. 
300 rooms—300 baths 
The Redmont—Birmingham, Ala. 
250 rooms—250 baths 


The Tut wiler—Birmingham, Ala. 
ote ae eae mac eae 


east. Each hotel » The Andrew Jackson—Nasbville, Tenn. 
convention head 400 rooms—400 baths 


Silke te oe The Ansley—Atlanta, Ga. 
pcg een 450 roome—450 baths 

The Piedmont—Atilanta, Ga. 
400 recoms—75 sample rooms 


every other conven- 
——~ A AS 
Reasonable rates--Best of service 
Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co., Inc. 


Carling L. Dinkler, Pres. 
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No Trucking, Switching or Draying. 
Finance Through Our Warehouse Receipts. 





OKLAHOMA CITY, OKLA. 


~ PORT HOUSTONS SHIPSIDE | 


nee — 


SPEED, ECONOMY, SAFETY AND SERVIC 


Fire-Proof Storage—Automatic Sprinkler. 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . 
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NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 


Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday noon. 
Pennsylvania Pier 4, Canton (Baltimore), Maryland, Monday night. 
y: 


AB and C Terminal, Brunswick, Ga., Thursda 
For information apply to 
New England, New York & Texas 
Steamship Corporation 


33 Rector Street, NEW YORK, N. Y. 


Cotton Exchange Building 
Houston, Texas 


Dallas National Bank Building 
Dallas, Texas 


N. Emanuel & Co., Agents 
Brunswick, Ga. 


A. L. Richardson, Manager 
515 American Blidg., Baltimore, Md. 


LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from ay ne you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 














Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 


Because we save our subscribers money 
















Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 





<I 


AREHOUSE 





— 


| a ‘Keg 


E FOR SHIPPERS 


Daily Stock Reports if Desired. 
Write or Wire for Detailed Information—Now ! 


HOUSTON, TEXAS 
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classes are charged at the actual or the authorized estimated 
weight and the rating applicable to each class, if each class of 
freight is in a separate container or package. 

If the packages each contain more than one class of freight 
the charges for each package are based on the rating provided 
for the highest rated class freight in each package. It is not 
necessary that all the articles contained in each package be* 
indicated on the shipping order or bill of lading. The articles 
taking the highest rating in each package must be specified and 
a notation must be made on the billing indicating that there 
are other articles in the packages rated the same as or lower 
than those mentioned in the billing. 

The basis is also provided for the assessment of charges 
on L. C. L. shipments consisting of packages or pieces subject 
to individual minimum weights, for charges on articles loose 
subject to individual minimum charges when shipped in bundles, 
and for articles rated differently when shipped in different 
weights of shipping packages or in loose pieces.” 


Rule 13 


Rule 13 provides the bases for the computation of minimum 
charges for single shipments of less than carload and carload 
freight. 


L. C. L. Minima 


Less than carload minima, individual less than carload ship- 
ments, are assessed on one of the following bases: 


1. For one hundred pounds at the class or commodity rate ap- 
plicable to the goods, if they are rated first class or lower. 

2. For one hundred potinds at the first class rate, if the goods are 
rated higher than first class. 

3. For one hundred pounds at the rate applicable to the goods 
taking the highest rate, if the shipment contains two or more classes 
of freight none of which is rated higher than first class. 

4. For one hundred pounds at the first class rate, if any of the 
articles is classified higher than first class. 


| The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 








INLAND WATERWAYS 


Editor The Traffic World: 

Norman F. Titus, who occupies the highly responsible posi- 
tion of chief of the transportation division of the bureau of 
foreign and domestic commerce of the Department of Commerce, 
has expressed his views on waterways transportation in recent 
public addresses by publication in The Traffic World, and pos- 
sibly elsewhere, therefore it is assumed that his views and 
conclusions are open to criticism by those who entertain op- 
posing views, hence this communication. 

In his address published in The Traffic World of December 
17 six factors necessary to 100 per cent inland waterway trans- 
portation are given. Most any large business can be operated 
successfully if 100 per cent of its basic factors are assured by 
governmental protection. The Inland Waterways Corporation, 
operated on the Mississippi and Warrior rivers, is credited by 
Mr. Titus with the possession of these requisite factors, yet 
the country is being told in recent publicity that $50,000,000 
are needed for additional river facilities, equipment, etc. 

Mr. Titus devotes most of his address to the waterways 
of Europe. Transportation conditions in Europe and in the 
United States are by no means the same and, not being the 
same, they do not justify similar conclusions; therefore, let us 
confine ourselves to conditions in this country as we know them. 

In the first place, it is readily conceded that water trans- 
portation is the cheapest method of transportation for freight 
in volume and, before we had any more modern method, the 
rivers were the principal carriers of interior commerce and 
very naturally cities were built up accessible to them; but 
this condition has largely changed within the present century. 

The reason the inland waterways are not profitable to the 
extent of being independent and self-supporting is that the 
commerce of this country has adjusted itself to more modern 
means of transportation, and we may just as reasonably expect 
commerce to return to the covered wagon prairie schooner of 
the western plains as to return to the rivers, except in the 
case of a few heavy, slow-moving commodities where time and 
extra handling is no special consideration and where a differ- 
ential rate is justified. 


As an illustration of how modern commerce prefers mod- 
ern transportation methods to ancient transportation, regardless 
of cost, let us take a shipment of bath tubs from St. Louis to 
San Francisco, first by water and next by rail. When the water 
route is used the shipment is first drayed to the wharf and 


then loaded onto the steamer for transportation to New Orleans, © 
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Each shipment must be from one consignor to one con- 
signee and destination, and on one bill of lading. The charge 
for any single shipment may never be less than 50 cents, regard- 
less of weight or class. This is the minimum-minimum charge. 
When a less than carload shipment at a rate made by a com- 
bination of separately established rates in the absence of a joint 
through rate, the minimum charge of fifty cents applies to the 
continuous through movement and not to the separately estab- 
lished factors. This applies whether the separately established 
rates are governed by the same or by different clasisfications. 


Carload Minima 


A minimum charge of $15 a car is established generally on 
carload shipments. This minimum does not apply in connec- 
tion with a number of special types of carload freight move- 
ments, including: (1) Line-haul switching; (2) intra-yard switch- 
ing; (3) inter-yard switching; (4) line-haul movement of low- 
grade freight, suv~n as low-grade lumber, brick, sand, gravel, 
stone, billets, and similar freight. 


The minimum charge of $15 is assessed on each shipment 
when several carload shipments are loaded in one car, and on 
each car used when the freight required more than one car 
on account of length. Only one minimum charge, however, is 
assessed on an entire shipment when the movement is subject 
to the part lot or overflow rule of the classification or tariffs 
governing the shipments. The $15 charge, like the fifty-cent 
minimum less-than-carload charge, applies to the continuous 
through movement of a shipment handled on a combination of 
separate factors and not to each of the separately published 
factors, whether they are governed by the same or different 
classifications. 


“URule 11, Section 4, 5 and 6 and Note. 


where it is unloaded on the wharf and again transferred to an 
intercoastal steamer for movement through the Panama Canal. 
At San Francisco it is unloaded on the wharf and again drayed 
to a storage warehouse, a total of eight handlings, exclusive 
of the water haul. By rail a car is switched into the plant and 
the shipment is loaded by the shippers and goes through to 
the sidetrack of the consignee in San Francisco without trans- 
fer and is there unloaded by the receiver, a total of only two 
handlings, exclusive of road haul, and these two handlings into 
and out of the car are performed by the labor of the manu- 
facturer and the receiver and, therefore, with special care and 
convenience. 

It is claimed that the barge line is a feeder to the rail car- 
riers; that the rail carriers find joint rates to their advantage; 
and that the two services should be coordinated. 

If the inland waterways originates business of its own in 
territory already served by rail, and this business from local 
origin is delivered to some rail carrier for transporation to 
final destination not reached by the water carrier, then it could 
be said that the water carrier was a producer and a feeder to 
the rail carriers; but the fact is that fully 95 per cent of the 
business delivered to the rail carriers by the Mississippi River 
line is business that could be and would be handled from point 
of origin to final destination by some rail carrier; therefore, the 
water part of the haul means the short hauling of the rail car- 
riers to that extent, as, for example, sugar, coffee, and molasses 
from New Orleans to Chicago and Missouri River points is 
delivered by the barge line to the Illinois Central at Cairo and 
the Missouri Pacific at St. Louis, when both of these lines could 
handle the entire distance from New Orleans over their own 
lines without transfer. 

In the reverse direction the Illinois Central is called on to 
deliver to the barge line at Cairo commodities from Chicago to 
Memphis and New Orleans which it could handle to destination 
without transfer in practically the same time or less time than 
is required to make delivery to the barge at Cairo, and it would 
also have its cars when unloaded in territory where they 
were needed for return loading. From the tobacco territory in 
Kentucky the L. & N., Illinois Central and Southern each has 
its own rails to New Orleans, yet these lines are called upon 
to deliver to the barge at some intermediate junction tobacco 
originating at their local stations, thereby short hauling the 
originating line, which hardship is specifically excepted in sec- 
tion XX of the interstate commerce act when such short-haul 
delivery is asked in behalf of a connecting rail carrier. 

Similarly, the Missouri Pacific is called upon to deliver to 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 


Mexico City 
Pachuca: - 
Puebla - - 


23 hours 
23 hours 
20 hours 


From Tampico to: 


Mexico City 
' Pachuca: - 


47 hours 
47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 


F. P. De Hoyos, Gen. Agent 


Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 








T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


| American Mail Line 


| Other Offices, Boston, Philadelphia, Portland, Ore. 


| Tacoma, Wash. Vanceuver, B. C. and Victoria, B.C. 


For complete information, communicate with 


G. B. Mane, Gon, Lawns 
2105 . Exch. g. 
St eam, Mo. 


1515 Penn Building 
New York City 


F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. H.E. Chenoweth, Com. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


414 Whitney Bank Bldg. —— Building 
New Orleans, La. hicago, III. 





Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 





Voy. Baltimore Philadelphia Los Angeles 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
1 TEXMAR Nov. 18 Nov. 23 | Nov. 25 Nov. 30| Dec. 21 Dec. 26 


1 COMMERCIAL 
TRAVELER Dec. 3 Dec. 8| Dec. 10 Dec. 15| Jan. 5 Jan. 10 
[2 CALMAR Dec. 18 Dec. 23 | Dec. 25 Dec. 30 | Jan. 20 Jan. 25 
'2 PENNMAR | Jan. 3 Jan. 8|Jan.10 Jan.15| Feb. 5 Feb. 10 
2 YORKMAR | Jan. 18 Jan. 23| Jan. 25 Jan. 30| Feb. 20 Feb. 25 





San Francisco 


Voy. Oakland Portland Seattle 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
1 TEXMAR Dec. 28 Dec. 31} Jan. 3 Jan. 4|Jan. 6 Jan. 8 
1 COMMERCIAL 

TRAVELER Jan.12 Jan. 15| Jan. 18 Jan. 19/| Jan.21 Jan. 23 
2 CALMAR Jan. 27 Jan.30|Feb. 2 Feb. 3| Feb. 5 Feb. 7 


2 PENNMAR | Feb. 12 Feb. 15/| Feb. 18 Feb. 19| Feb. 21 Feb. 23 
2 YORKMAR | Feb. 27 Mar. 1| Mar. 4 Mar. 5| Mar. 7 Mar. 6 





Give us an opportunity of proving that 
our SERVICE is satisfactory by routing 
your shipments via CALMAR LINE. 


For information regarding rates apply to 


CALMAR STEAMSHIP CORPORATION, 


Moore & McCormack, General Agents, 

5 Broadway, New York, N. Y. 

Bourse Building, Philadelphia, Pa. 

Citizens National Bank Bldg., Baltimore, Md. 

Oliver Building, Pittsburgh, Pa. 

Rookery Building, Chicago, Ill. 

CALMAR STEAMSHIP CORPORATION 
Swayne & Hoyt, Pacific Coast Agents, 

240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Los Angeles 
408 Board of Trade Bldg., Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 
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the barge at St. Louis, grain, grain products, etc., from points 
on its lines in Missouri River territory destined to New Orleans, 
whereas it could handle this business the entire distance over 
its own line and have its cars when released where they were 
needed for return loading. 

It is readily conceded that this artificially stimulated and 
government aided barge line service is of value to the ports 
of New Orleans and Mobile, both as a talking point and as an 
additional transportation unit, but how does this affect the 
competing ports of Texas, on the one side, and Pensacola, on 
the other; also south Atlantic, Virginia and eastern ports as 
far up as Philadelphia? Let these ports speak for themselves. 

The interior cities of St. Louis, Cairo, and Memphis, on 
the Mississippi and the Birmingham district served by the War- 
rior, are also benefited at the expense of markets not having 
such subsidized transportation. On the Warrior River the 
principal tonnage is for one concern, the United States Steel 
Corporation, and on the Mississippi a few monopolized com- 
modities, such as sugar, bauxite ore, and agricultural imple- 
ments, compose the greater part of the barge line tonnage 
handled. 

The claim has been made that the use of inland waterways 
has substantially increased the price of grain to the farmer, 
whereas it is a matter of fact that the grain movement to New 
Orleans by barge only represents about ten per cent of the total 
receipts of grain at that port. The method of marketing grain 
is such that only the middleman profits by lower water rates, 
as the grain is out of the farmer’s hands long before its final 
destination is known. | 

From an economic standpoint, it is not a fact that either 
New Orleans or Mobile is in need of additional transportation. 
From Chicago and St. Louis to New Orleans there are at least 
five through rail lines, and these lines could easily stand forty 
per cent more business. From the Birmingham district to Mo- 
bile there are four rail lines, and two of them could easily 
handle all business offering and not be overburdened. 

This government- supported service is entirely different from 
the American merchant marine, as the one is being operated in 
competition with foreign steamship lines and the other in com- 
petition with our domestic rail carriers, to whom the govern- 
ment also owes reasonable protection. 

Take from the barge line the business on which the rail 
lines are short hauled and the financial support of the govern- 
ment, and it is questionable whether it would prove self-sup- 
porting; therefore, the question should be asked, if a transporta- 
tion service is not self-supporting and is not needed because of 
inadequate rail service, is it economically sound to supply such 
service by artificial means at the expense of adequate rail serv- 
ice or at the expense of taxpayers as a whole? 


Government operation of the Mississippi-Warrior River 
Barge Line has been considered an experiment. Aided by gov- 
ernment appropriations, municipal contributions, free advertis- 
ing in all newspapers, exploited by board of trade publicity, 
advocated in and out of season by senators, congressmen, may- 
ors, and other prominent non-shippers, it has taken, with all of 
this support and cooperation, almost ten years to make it any- 


thing like self-supporting, and now the taxpayers are asked to 


recapitalize it to the extent of $50,000,000 additional and to extend 
its service from St. Louis to Minneapolis and to the Missouri 
River as far as Kansas City, neither of which are economically 
needed or can be made to pay operating expenses, judging by 
traffic possibilities and the result of ten years’ experience in the 
lower rivers. 

It should, of course, be recognized that the Mississippi River 
is a natural artery of commerce, as is also the Warrior, and 
to the extent that either is needed and can be used to advan- 
tage in and of itself without injury to other vested carriers, it 
should be used to the extent of facilities offered, but the 
government should not be expected to go so far as to furnish 
the highway free of charge and in addition guarantee the cost 
of operation. 

Walker D. Hines expressed it aptly when he made the 
statement that “the waterway ought to be used where it con- 
stitutes a real contribution to the national economy, but ought 
not to be used where the contrary is the case.” 

The Lakes-to-the-Gulf Waterway, if feasible, is both logical 
and desirable, but the Great Lakes-St. Lawrence project, largely 
through foreign territory and in competition with the all-Ameri- 
can New York Barge Canal, is unspeakable. 

This St. Lawrence project is illogical from the fact that 
ocean vessels are not suited to lock-and-lake transportation, and 
vice versa. 

It is uneconomical in that it can be expected to operate but 
seven months of the year at best, and, therefore, is not regular 
and dependable. 

It is un-American in that it will operate largely in foreign 
territory not under our control. 

It is undesirable in that it will be in competition with the 
all-American New York Barge Canal, which represents a domes- 
tic investment of more than $200,000,000, with exit at one of 
our own ports. 

If it proves a success it will benefit one part of our country 
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at the expense of other parts, notably our own Atlantic and 
Gulf ports. 

If it proves a failure it will mean a sink-hole for immense 
government appropriations at the expense of our taxpayers and 
a pork barrel for designing power companies in developing on 
foreign soil hydro-electric power, of which we have an untold 
waste awaiting development in our own country. 

If a success it will enable British coal, in competiiton with 
our domestic coal, to be landed at lake ports as return cargo 
for vessels handling grain from lake ports to Europe. 

This is written from the standpoint of a practical student 
of transportation and an interested stockholder in the rail car- 
riers, and successful refutation of my statements is challenged. 

New York, N. Y., Dec. 30, 1927. Dennis Penn. 


CARRIERS’ RATE OF RETURN 
The Trafic World Washington Bureau 


If Class I railroads show a net railway operating income of 
$1,115,000,000 for 1927, as estimated by the American Railway 
Association, they will have earned the equivalent of a rate of 
return of approximately 5.25 per cent on the tentative valuation 
of $18,900,000,000, adjusted to the properties of Class I roads 
and brought down to January 1, 1927, that the Commission pre- 
scribed in Ex Parte 74, the 1920 advanced rate case. The esti- 
mate of a return of 5.25 per cent is the result of unofficial com- 
putations. The fair rate of return prescribed by the Commission 
in Reduced Rates, 1922, was 5.75 per cent on the tentative 
valuation with net additions since December 31, 1919, the date 
of the tentative valuation of $18,900,000,000. No change in the 
fair rate of return of 5.75 per cent has been made by the Com- 
mission. 

The American Railway Association said a net railway 
operating income of $1,115,000,000 would be the equivalent of a 
rate of return of 4.5 per cent on the property investment of 
Class I roads. Official computations as to the rate of return on 
the tentative valuation brought down to date are not available. 
The railroad organizations do not make public such computations 
and the Commission says nothing along that line. In its fortieth 
annual report to Congress, submitted in December, 1926, the 
Commission said it was without an authoritative fair property 
value with which to compare the net railway operating income. 
It said nothing on that subject in its forty-first annual report 
submitted to Congress in December, 1927. 

The estimate of $1,115,000,000 was made before the No- 
vember net railway operating income of Class I roads was avail- 
able. The November net, which became available this week, 
was $86,424,299, as compared with $119,940,803 in November, 
1926. It is believed that the actual net railway operating in- 
come for 1927 probably will not total $1,115,000,000, in view of 
the November net and the indications for the December net. 


RAILROAD REVIEW FOR 1927 


Class I railroads had a net railway operating income of 
approximately $1,115,000,000 in 1927, or a return of 4.5 per cent 
on their property investment, as compared with $1,231,000,000 
or a return of 5.13 per cent in 1926, according to an estimate in 
the annual review of railroad operations issued January 3 by the 
American Railway Association. The review follows: 


By adequate, expeditious and dependable service the railroads 
have made a contribution to the industries of this country in 1927 
amounting to hundreds of millions of dollars. This contribution has 
taken the form of savings to manufactufers and distributors, as the 
result of smaller inventories, quicker turn-overs and a generally in- 
creased freedom of credit, all of which have effected economies in 
the several processes of production and distribution. 

The year 1927 has seen a decline compared with 1926 in both the 
traffic carried by the railroads and also their earnings but despite that 
fact, a new high record in operating efficiency has been attained. 
The outstanding operating records follow: 

1. Condition of both freight cars and locomotives best ever 
reported. 

2. Fewer trains and locomotives, in proportion to the amount 
of traffic carried, were required in 1927 than ever before. 

The average load per train, including freight and equipment 
but excluding locomotive and tender, was the highest ever reported, 
having been three per cent greater in the first ten months of 1927 
than in the same period last year. 

4. The average daily movement per freight car was the highest 
ever attained. having amounted to 34.7 miles in October. For the 
first ten months the average was 30.7 miles, also a record for any 
similar period. 

5. Freight trains were moved faster over a complete journey 
than ever before, the average speed between terminals having been 
12.3 miles per hour. 

. Due to improvements in locomotives as well as the increase in 
their tractive power together with the increase in the capacity of 
freight cars, the average load per train and the distance carried per 
train hour exceeded all previous records. 

7. Freight traffic in 1927 was handled with the greatest conserva- 
tion of fuel ever reported, coal consumption per thousand gross ton 
miles having been 129 pounds. 

Coal consumption per passenger train car mile was the lowest 
ever reported. 

q ost intensive use of passenger locomotives on record. 

y The continued improvement in operating efficiency that has been 
in progress for some years is largely the cumulative result of large 
capital expenditures, which in the past eight years have amounted to 
approximately 5% billion dollars. Through these expenditures, more 
adequate transportation, has been provided while they have also made 
possible increased economy and efficiency in operation that would 
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MUNSON 

LINES 
EASTERN AGENTS 

MUNSON-McCORMICK LINE WORLD WIDE 


INTERCOASTAL SERVICE EiVEL VE 


FREIGHT SERVICE 


LAARA 





From Baltimore, Philadelphia and 
New York 


Bi-Weekly or Fortnightly 1 0 4 SHIPS. Frequent sail- 


—_—_——— ings. Many special- 
DIRECT TO 


ized types of carriers. Low 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, a Si Te wees 


liners. Care and skill in han- 
SEATTLE and TACOMA dling. Prompt forwarding. 
Through Bills of Lading issued to other 


Pacific Coast Ports; Hawaii, Far East 
and British Columbia These are some of the factors which 
a enable us to render the shipper a 
MUNSON STEAMSHIP LINE service of unusual merit. 
Munson Building, 67.Wall St., New York 


Branch Offices 
Chicago, St. oe Pittsburgh, Baltimore INTERNATIONAL MERCANTILE MARINE COMPANY 
Philadelphia, Mobile, New Orleans No. 1 Broadway, New York City. 127 South State St., Chicago 


McCORMICK STEAMSHIP CO. I tn A 


GENERAL PACIFIC COAST AGENTS 


Mexico’s Dependable Freight Service 
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on Sea c® 
PUEBLA © Design 
From VERA CRUZ 
' WEEKLY SERVICES 
= a MEXICO CITY 23 Hours NEW YORK—Ward Line 
: ™ To; PACHUCA NEW ORLEANS—Cuyamel Line 


The Short Line in Time of Transit PUEBLA 20 Hours NEW ORLEANS—Mex.-Am. Line 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 
G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 





not otherwise have been the case. Of the total, approximately 750 
million dollars represent capital expenditures made in 1927, com- 
pared with 875 million dollars in 1926. 

Capital expenditures in 1927 for equipment, which includes loco- 
motives and cars, amounted to $270,000,000 compared with $380,000,000 
in 1926. The total capital outlay during the past year for roadway 
and structures, additional track, heavier rails, additional ballast, 
shops and engine houses, including machinery and tools, amounted to 
$480,000,000 compared with $495,000,000 during the preceding year. , 

From the standpoint of volume of freight traffic, 1927 represents 
a decrease of 1,600,000 cars under 1926 but an increase of 276,000 cars 
over 1925. Loadings of revenue freight for the year will amount to 
approximately 51,500,000 cars. This estimate is based on actual 
loadings for the first fifty weeks in 1927, with an estimate as to 
what they will be for the remaining two weeks. 


Due to the anticipated strike of bituminous miners which went 
into effect on April 1 as well as the general stimulation in business 
that took place in the first half of this year, freight traffic was spread 
out more evenly in 1927 than ever before, with the first million car 
week having been reported early in March while heretofore such a 
volume of freight in any one week has never been realized before 
May, which was the case in 1926. 


Loadings of revenue freight exceeded one million cars in 28 weeks 
in 1927 compared with 27 weeks in 1926 and 20 weeks in 1925. The 
greatest loading for any one week this year was that for Oct. 22, for 
which the total was 1,128,486 cars. The peak week in 1926 totaled 
1,208,878 cars, which were loaded during the week ended on Oct. 29. 


Shipments of grain and grain products and merchandise and less 
than carload lot freight for the first fifty weeks this year showed in- 
creases over the corresponding period last year while live stock, coal, 
coke, forest products, ore and miscellaneous freight showed decreases. 


Not only did the number of cars loaded with revenue freight in 
1927 show a decrease under the preceding year, but there also was 
a decrease in the volume of freight as measured by net ton miles 
which is the number of tons of freight multiplied by the distance car- 
ried. For the first ten months, the volume of freight traffic amounted 
to 402,848,468,000 net ton miles, a decrease of six-tenths of one per 
cent below the corresponding period last year but an increase of 6.7 
per cent above the corresponding period in 1925. On the basis of 
actual reports for the fixvst ten months, it is estimated that the total 
for the year will amount to 478 billion net ton miles or a decrease of 
10,600,000,000 net ton miJes or 2.2 per cent under 1926. 


Passenger traffic has also been running consistently below 1926, 
tentative reports for the year ge a decrease of approximately 
four per cent. With the exception of 1923, passenger traffic has been 
showing a steady decrease since 1920, with 1927 the lowest of any 
yous, ence 1916 and approximately 27 per cent under the record year 
ra) 3 


Due to declines in both freight and passenger traffic, net earnings 
of the Class I railroads in 1927 were lower than in 1926, the carriers 
having found it impossible to reduce expenses in the same ratio as 
their revenues have fallen. The rising tide of wage levels as well 
as the downward revision in many freight rates have proved a serious 
obstacle to maintaining the ratio of earnings realized last year. Had 
it not been, however, for increased efficiency and economy in opera- 
tion in 1927, the net railway operating income of the railroads of this 
country would have been considerably lower than they actually were. 

The net railway operating income of the Class I railroads in 1927 
was approximately $1,115,000,000, or a return of 4.50 per cent on their 
property investment. In 1926, it amounted to $1,231,000,000 or a return 
of 5.13 per cent. This estimate is based on complete reports for the 
first ten months this year which showed a net railway operating in- 
come of $942,102,322, and which was at the annual rate of return 
of 4.64 per cent on their property investment, and an estimate made 
by the Bureau of Railway Economics as to earnings in November and 


December. The rate of return on the basis of property investment 
by years follows: 

DE. aiechines eee wlae abe 0 cored beiea-aie eal ain cremenmeens 0.09 per cent 

EES SHARE Rie P OS sae TERROR RIS kA YW erred deeeae et 2.92 per cent 

RNS irnithaso:ci gaeicia ginal eas Wedron ob wala ee eek aS 3.61 per cent 

SN ala Snakes bP cs isaac oe ah ssa wa Sirota wit A 4.48 per cent 

EN ia Pen ae ied tna wai ok Carica WRG Aree wialelnd ewe mais 4.33 per cent 

al calla oh 0a gate Gira aed Wee nce ar sh War ski ARNE 4.80 per cent 

aN sahara ah Siellaiee hea e ee a re ee 5.13 per cent 

 Satickincaennadeneuns Sakmann manda gnnawnas 4.50 per cent 


The railroads in the first eleven months of 1927 installed in service 
72,224 freight cars. Car ownership of Class I roads on December 1 
was approximately 18,464 cars, or eight-tenths of one per cent, greater 
than on December 1, 1923, and the average carrying capacity per car 
owned increased 2.15 tons per car or five per cent. 

In the first eleven months of 1927, there were also placed in service 
‘1,820 locomotives. The number of locomotives owned by Class I 
roads on December 1 was a decrease of 3,791 locomotives or 5.8 per 
cent compared with December 1, 1923, but the average tractive power 
increased nearly ten per cent. 


Despite the decrease in the number of locomotives owned, the 
railroads had at no time in 1927 less than 4,600 serviceable locomotives 
— = good repair which they have not found necessary to place 
n service. 


Due to the faster loading and unloading of freight cars as well as 
the elimination of many delays in handling, freight shipments were 
moved with the greatest dispatch in 1927 ever: attained, the average 
movement per freight car per day in October having been 34.7 miles. 
This exceeded by four-tenths of a mile the previous record for any 
one month, established in October, 1926. The average for the first ten 
months in 1927 was 30.7 miles compared with 30.4 miles in 1926. 


The average load per freight car for the first ten months of 1927 
was 27.2 tons, the same as for the first ten months in 1926. The av- 
erage for the first ten months this year, however, was an increase 
over that for 1922, 1924 and 1925 but was under 1921 and 1923. Failure 
of the average load per car to show an increase over 1926 was due in 
part to the falling off in coal shipments and in part to the larger 
proportion of lighter loading commodities carried in 1927. The car 
service division of the American Railway Association through the in- 
dividual roads and the various Shippers’ Regional Advisory Boards 
are endeavoring, however, to educate the shippers of the country to 
the necessity for loading cars more nearly to capacity. 

An outstanding feature of the year 1927 was the greater cooper- 
ation between railways and shippers, exercised principally through 
the medium of the Shippers’ Regional Advisory Boards. This move- 
ment, inaugurated in 1923, now consists of an organization of thir- 
teen regional boards throughout the whole country. The boards are 
composed entirely of shippers and their representatives, who meet 
several times a year, and serve as a forum in which railway operating 
matters are fully discussed. They represent agriculture, manufac- 
turing, mining, mercantile interests, and other important industries, 
= their membership comprises nearly 15,000 shippers’ representa- 

ves. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended December 24 
totaled 829,006 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associa- 
tion. This was a decrease of 39,156 cars below the preceding 
week in 1927, reductions being reported in the loading of all 
commodities except grain and grain products and coal, which 
showed small increases. The total for the week ended De- 
cember 24 was, however, an increase of 60,966 cars above the 
same week in 1926 which included the Christmas holiday. Com- 
pared with the same week in 1925 it was a decrease of 140,732 
cars. 

Revenue freight loading the week ended December 24 and for 
the corresponding period of 1926, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 5,774 and 8,617; live 
stock, 2,595 and 1,876; coal, 40,812 and 45,157; coke, 2,097 and 2,910; 
forest products, 3,867 and 4,324; ore, 1,266 and 933; merchandise, L. 
C. L., 61,064 and 54,181; miscellaneous, 66,905 and 57,603; total, 1927, 
184,380; 1926, 175,601; 1925, 214,816. 

Allegheny district: Grain and grain products, 2,657 and 4,022; 
live stock, 1,968 and 1,920; coal, 39,413 and 50,859; coke, 4,647 and 
5,243; forest products, 2,350 and 2,525; ore, 1,238 and 2,302; merchandise, 
L. C. L., 49,757 and 45,047; miscellaneous, 62,348 and 56,568; total, 
1927, 164,378; 1926, 168,486; 1925, 196,151. 

Pocahontas district: Grain and grain products, 175 and 149; live 
stock, 84 and 56; coal, 32,477 and 27,347; coke, 382 and 465; forest 
products, 1,490 and 1,221; ore, 133 and 90; merchandise, L. C. L., 
6,867 and 6,000; miscellaneous, 4,367 and 3,997; total, 1927, 45,975; 
1926, 39,325; 1925, 56,591. 

Southern district: Grain and grain products, 3,250 and 3,025; live 
stock, 1,569 and 1,255; coal, 25,151 and 20,128; coke, 509 and 673; 
forest products, 18,337 and 17,339; ore, 1,222 and 894; merchandise, 
L. Cc. L., 38,694 and 33,794; miscellaneous, 41,737 and 41,318; total, 
1927, 130,469; 1926, 118,426; 1925, 160,394. 

Northwestern ’ district: Grain and grain products, 12,915 and 
8,459; live stock, 7,381 and 7,931; coal, 12,629 and 10,176; coke, 1,592 
and 1,212; forest products, 12,593 and 10,685; ore, 470 and 669; mer- 
chandise, L. C. L., 30,303 and 25,809; miscellaneous, 24,629 and 22,530; 
total, 1927, 102,512; 1926, 87,471; 1925 114,503. 

Central Western District: Grain and grain products, 14,997 and 
10,081; live stock, 8,040 and 7,489; coal, 18,978 and 19,460; coke, 469 
and 293; forest products, 7,146 and 5,593; ore, 3,154 and 3,456; mer- 
chandise, L. C. L., 32,429 and 28,671; miscellaneous, 45,744 and 41,921; 
total, 1927, 130,957; 1926, 116,964; 1925 145,244. 

Southwestern district: Grain and grain products, 5,089 and 4,001; 
live stock, 2,242 and 1,879; coal, 7,245 and 6,507; coke, 246 and 223; 
forest products, 7,307 and 6,382; ore, 462 and 371; merchandise, L. C. 
L., 16,611 and 13,837; miscellaneous, 31,133 and 28,567; total, 1927, 
70,335; 1926, 61,767; 1925, 82,039. 

Total, all roads: Grain and grain products, 44,857 and 38,354; live 
stock, 23,879 and 22,406; coal, 176,705 and 179,634; coke, 9,942 and 
11,019; forest products, 53,090 and 48,069; ore, 7,945 and 8,715; mer- 
chandise, L. C. L., 235,725 and 207,339; miscellaneous, 276,863 and 
252,504; total, 1927, 829,006; 1926, 768,040; 1925, 969,738. 


Loading of revenue freight in 1927 compared with the two 
previous years follows: 







1927 1926 1925 

Four weékae in JQNUAry.... ...066000008 3,784,401 3,686,696 3,559,581 
Four weeks in February...........eee. 3,823,931 3,677,332 3,656,319 
POGr WOKS I MATE soc sccccscccscesss 4,016,395 3,877,397 3,633,740 
Five weeks in April...... 4,890,749 4,791,006 4,659,599 
Four weeks in May... 4,096,742 145,820 3,940,292 
Four weeks in June... 3,974,160 ,089,340 3,885,786 
Five weeks in July........ 4,935,397 5,213,759 4,892,638 
POUPr WEGES Th BUBUBE 6.06.0cccccvecccces 4,249,359 4,388,118 4,242,615 
Four weeks in September.............. 4,360,022 4,523,112 4,301,349 
PiIVG WOKS I OCtORS?...5..ccccccsececes 5,587,921 5,967,576 5,567,030 
Four weeks in November.............. 3,822,620 4,248,'272 4,261,663 
WEEK GF BPIOGOIMIDOE B...06cccccwcevewces 918,237 1,051,219 923,206 
Week of December 10.......ccccccccces 877,600 992,455 1,020,839 
WOOK Of TIGCOTINGE 18 occ ccccccccvescce 868,162 944,396 1,008,696 
Week of December 24.......cccicccvcccces 829,006 768,040 969,738 

WME. oi cwcciemsactnicumeamemuenee 51,034,702 52,364,538 50,523,091 


NOVEMBER EARNINGS 


Class I railroads in November had a net railway operating 
income amounting to $86,424,299, which, for that month, was 
at the annual rate of return of 3.71 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In November, 1926, their net 
railway operating income was $119,940,803 or 5.29 per cent on 
their property investment. Continuing, the bureau said: 


Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, supplies 
and cash. The net railway operating income is what is left after 
the payment of operating expenses, taxes and equipment rentals but 
before interest and other fixed charges are paid. 

This compilation as to earnings in November is based on reports 
from 183 Class I railroads representing a total mileage of 238,637 miles. 

Gross operating revenues for the month of November amounted 
to $503,819,802 compared with $562,255,818 in November, 1926, or a 
decrease of 10.4 per cent. Operating expenses in November totaled 
$376,875,841 compared with $403,586,299 in the same month in 1926 or 
a decrease of 6.6 per cent. 

Class I railroads in November paid $31,237,545 in taxes. This 
brought the total tax bill of the Class I railroads for the first eleven 
months in 1927 to $356,146,960, a decrease of $8,825,650 or 2.4 per cent 
below the corresponding period in 1926. 

Thirty-one Class I railroads operated at a loss in November of 
which seventeen were in the Eastern, four in the Southern and ten 
in the Western district. 

Class I railroads for the first eleven months in 1927 had a net 
railway operating income amounting to $1,028,542,175 which was at 
the annual rate of return of 4.55 per cent on their property investment. 
During the corresponding period the preceding year, their net rail- 
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again reduces transit time from 


COAST TO COAST 


New passenger and freight steamer 


30,230 tons displacement 
Sailing January 28, 1928, 
New York to West Coast. 14 Days 
‘Most modern cargo handling facilities. 
Many large side ports, garage deck for 
automobiles. Large refrigerator and cool 
air space. Nearby sailings of passenger 


and mail express steamers. Fastest 
Service to the Coast. 


From New York 
California (new) January 28 Manchuria, January 21 
Finland, February 9 Mongolia, February 4 
Manchuria, February 23 California (new) Feb. 18 

Los Angeles 2 days later 


PANAMA PACIFIC LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


No. 1 Broadway, New York City 
Or Any Authorized Steamship or Railroad Agent 


From San Franciseo 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


BETWEEN 
New York, Boston, New Orleans 


and San Francisco 
AND 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Santa Marta 


Jamaica Outports 
CANAL ZONE maa tyson 


Cristobal 


PANAMA 
Bocas del Toro 


Teen ee Sag ees ee OS te et tat 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. —* Street leans, La. 
Long Wharf Boston, Mass. 
140 So. Dearborn Street Chicago, IIl. 
433 California Street San Francisco, Cal. 


Ports of Guatemala 
and British and 
Spanish Honduras 
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HE scenic trip on THE BLACK DIAMOND 
may now be enjoyed in an OBSERVA- 
TION SUN RoOoM— an enlarged glass- 
enclosed observation platform—the newest 
development in Pullman cars, built espe- 
cially for The Black Diamond. A lounge 
room, with easy chairs, reading and writ- 
ing facilities, is another pleasing innova- 
tion on this popular train. 


THE BLACK DIAMOND 


WESTWARD—Daily EASTWARD—Daily 
Lv. NEW YORK 
ae t. - 850 AM. Ly. CHICAGO | - » 3.00 PM. 
Ly. NEWARK (Eliz. 9.24A.M. | Ly. BUFFALO}. _.. 9.30 AM. 
Ar. PHILADELPHIA, 8.08 P.M. 


and Meeker A een? 
Ly. PHILADELPHIA, 9.20 A.M. eae 

Ar. NEWARK ..... 8.14PM. 
Ar. NEW YORK .. . 8.47 P.M. 


Ar. BUFFALO ... . . 7.55 P.M. 
Ar. CHICAGO } — go9 aM. 


(M.C.R.R., 12th St.) 


OBSERVATION SUN ROOM LOUNGE to Buffalo. 
Sleeper to Chicago. 

Sleeper Chicago to New York; Observation Sun Room 
Lounge Buffalo to New York. 


For reservations and further information, apply at 110 W. 42nd 
St., New York; 1142 Widener Bldg., Philadelphia; Lehigh Valley 
Terminal, Buffalo; 164 W. Jackson Blvd., Chicago. 


Lehigh Valle 
R <li - 


THE ROUTE OF THE BLACK DIAMOND 
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way operating income amounted to $1,152,872,690 or 5.23 per cent on 
their property investment. 

Gross operating revenues for the first eleven months in 1927 
amounted to $5,739,426,791 compared with $5,937,601,742 for the cor- 
responding period in 1926 or a decrease of 3.3 per cent. Operating 
expenses for the first eleven months period of 1927 totaled $4,249,320,- 
864 compared with $4,319,707,413 for the corresponding period the year 
before. 

Net railway operating income by districts for the first eleven 
months with the percentage of return based on property investment 
on an annual basis follows: 





Pe TS OIE, hie de Fo. 0 ose see ter Sessions $ 39,273,397 4.67% 
ee ee 177,178,207 4.60% 
ee errr errr ee 223,291,884 4.77% 
EE EO —Ee eee 76,504,478 8.19% 
ye 516,247,966 5.01% 
Teens GOCE TAStrict......ccccccccescsees 127,805,448 4.55% 
rr rr 113,526,717 3.60% 
ee ec Eee 186,726,913 4.35% 
SOG WESCEEN 9 RECION. 0.06 cccvicccccvevcscccsese 84,235,131 4.11% 
po eer 384,488,761 4.05% 
I I i oa reidceacare os he aconte denn reset ale 1,028,542,175 4.55% 


In view of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of years 
can indicate the real trend of railway returns. The rate of return 
on property investment for the five years period ending with the 
month of November, 1927, has averaged 4.67 per cent. 


Eastern District 


Complete returns show that the Class I railroads in the Eastern 
district for the first eleven months in 1927 had a net railway operating 
income of $516,247,966, which was at the annual rate of return of 
5.01 per cent on their property investment. For the same period in 
1926, their net railway operating income was $579,013,657 or 5.77 per 
cent on their property investment. Gross operating revenues of the 
Class I railroads in the Eastern district for the first eleven months 
in 1927 totaled $2,856,137,789, a decrease of 3.9 per cent under the 
corresponding period the year before while operating expenses to- 
a ene a decrease of 2.4 per cent under the same period 
n 

Class I railroads in the Eastern district for the month of November 
had a net railway operating income of $34,441,194 compared with 
$55,223,839 in November, ‘1926. 


Southern District 


Class I railroads in the Southern district for the first eleven 
months in 1927 had a net railway operating income of $127,805,448 
which was at the annual rate of return of 4.55 per cent on their 
property investment. For the same period in 1926 their net railway 
operating income amounted to $150,442,299 which was at the annual 
rate of return of 5.64 per cent. Gross operating revenues of the 
Class I railroads in the Southern district for the first eleven months 
in 1927 amounted to $750,284,654, a decrease of 7 per cent under the 
year before while operating expenses totaled $568,762,978, a decrease 
of 4.5 per cent. 

The net railway operating income of the Class I railroads in the 
Southern district in November amounted to $9,552,988 while in the 
same month in 1926 it was $13,501,384. 


Western District 


‘Class I railroads in the Western district for the first eleven 
months in 1927 had a net railway operating income of $384,488,761 
which was at the annual rate of return of 4.05 per cent on their 
property investment. For the first eleven months in 1926, the rail- 
roads in that district had a net railway operating income of $423,- 
416,734, which was at the annual rate of return of 4.53 per cent on 
their property investment. Gross operating revenues of the Class 
I railroads in the Western district for the first eleven months this 
year amounted to $2,133,004,348, a decrease of 1.2 per cent under the 
same period last year, while operating expenses totaled $1,555,553,187, 
an increase of six-tenths of one per cent compared with the first 
eleven months the year before. 

For the month of November, the net railway operating income of 
the Class I railroads in the Western district amounted to $42,430,117. 
The net railway operating income of the same roads in November, 
1926, totaled $46,215,580. 


Class I Railroads—United States 
Month of iene: 





1926 
Total operating revenues .............. $ 503,819,802 $ 562,255,818 
Total GPEFAtING CEPONSES 2.2... ccccccccses 376,875,841 403,586,299 
See enero 31,237,545 35,136,149 
Net railway operating income 4 86,424,299 119,940,803 
Operating ratio—per cent ..............+- 74.80 71.78 
Rate of return on property investment.. 3.71% 5.29% 
Eleven months ended November 30 
Total operating revenues ............000: $5,739,426,791 $5,937,601,742 
Total operating expenses .............005 4,249,320,864 4,319,707,413 
a iiaa Gia ta Sake oid Rake nee cikaive eb 4eee 356,146,960 364,972,610 
Net railway operating income ........... 1,028,542,175 1,152,872,690 
Operating ratio—per cent .............26. 74.04 72.75 
tate of return on property investment... 4.55% 5.23% 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 15-22 was 406,694 cars, as compared with 388,156 
cars in the preceding period, according to the car service division 
of the American Railway Association. A shortage of 5 hopper 
cars was reported. The surplus was made up as follows: 

Box, 162,154; ventilated box, 1,095; auto and furniture, 27,444; 
total box, 190,693; flat, 10,069; gondola, 85,959; hopper, 81,637; total 
coal, 167,596; coke, 1,522; S. D. stock, 19,720; D. D. stock, 2,787; re- 
frigerator, 12,491; tank, 369; miscellaneous, 1,447. 

Canadian roads reported a surplus of 13,500 box, 900 auto 
and furniture, 1,300 flat, 200 gondola, 800 S. D. stock, 250 re- 
frigerator, and 200 miscellaneous cars. 


STEEL CAR BILL 


Senator Dale, of Vermont, has introduced S. 2107, a bill 
to provide for steel cars in the railway postoffice service. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : ; : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may copere to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Company Material and Rates Applicable in Connection 
Therewith 

Michigan.—Question: We are frequently shipping the X 
Railroad carload material consigned to their machine shops at 
A, Pa., which they purchase f. o. b. their tracks at Detroit. There 
is involved in the movement of each of these cars a switch 
from our siding on the Grand Trunk Railroad to their inter- 
change, for which switching charge we have in the past reim- 
bursed the X Railroad in the amount of $7 as published in the 
Grand Trunk switching tariff. 

Recently, however, the X Railroad began billing us for $12 
switching charges, claiming that in consideration of the above 
shipping terms and because of the non-revenue haul involved, 
this is an interterminal switch. They have also sent us balance 
due bills for the additional $5 covering eleven previous cars. 
The reason given is that they have been paying the Grand 
Trunk a per diem reclaim of $5 on each car and because they 
are desirous of protecting the entire Grand Trunk switch of $12 
instead of handling part of it as a reclaim. 

We, on the other hand, insist that this is not an inter- 
terminal switch and that a $7 charge, as previously paid, is cor- 
rect, inasmuch as these cars are consigned to their shops at 
A, Pa., which makes the movement a road haul, notwithstanding 
the shipping terms agreed upon and the fact that there is no 
revenue involved in the haul. We believe that the $5 per diem 
charge due the Grand Trunk Railroad does not concern us in 
any way. 

Therefore, in view of the above facts and the definition given 
for road haul, local haul and interterminal switch, please advise 
whether the X_ Railroad is justified in callihg this movement 
an interterminal switch and whether the shipping terms and 
the non-revenue haul affect this particular switch in any way, 
if so, to what extent. 

Answer: Grand Trunk Ry. (West) Tariff No. 502-G, I. C. C. 
No. A-2301, on page 11, provides a $12 per car switching charge 
at Detroit, Mich., for switching between industries or team 
tracks on the G. T. Ry. and junction point with connecting car- 
riers on local traffic, and a charge of $7 per car on road-haul 
traffic. Note 11 of this tariff reads: 


Rates named under Note 11 will apply on traffic which is not fol- 
lowed or preceded by a road haul movement on this line or on connect- 
ing carriers. 


Note 10 thereof reads: 


Rates named under Note 10 will apply on traffic where the switch- 
ing service follows or precedes a road haul movement on this line or 
on connecting carriers. 


The point in issue, as we see it, is whether or not the 
movement from Detroit to A, Pa., is a road haul. If it is, the 
$7 charge is applicable to the Grand Trunk switch, if not, the 
$12 charge applies. We think it was not a road-haul movement. 
Under your contract of sale, that is, f. o. b. X. R. R. tracks, 
at Detroit, Mich., title to the goods passed to the X Railroad 
at Detroit, when that line received them from the Grand Trunk 
Ry., and from that time they became company material, or 
“deadhead” freight, upon which no freight rate was applicable. 
The law is well established that a carrier may carry its own 
freight and that tariffs have nothing to do therewith. The 
transportation ended at Detroit, Mich., the same as if the goods 
had been unloaded and used there by the X Railroad. The X 
Railroad did not receive said goods as a common carrier for 
transportation beyond Detroit, but as a buyer of the goods and 
nothing more. What the X Railroad did with the goods or 
where they hauled them is immaterial, for in so doing they 
were acting, not as a carrier, but as the owner, of the goods. 

In Beekman Lumber Co. vs. St. L.-S. F., 21 I. C. C. 270, the 
Cc. G. W. Ry. purchased lumber f. o. b. Kansas City. The cars 
were billed to Oelwein, Ia., from a point in Arkansas. The 
Frisco Railway exacted its local rate to Kansas City. Shipper 
contended through rate should have been applied and the Frisco 
should have received only its division of the rate for its haul 
to Kansas City. The Commission denied the shipper’s conten- 
tion and upheld the Frisco Ry. on the ground that the trans- 
portation ended at Kansas City, so the rate to that point was 
applicable. See also Romann & Bush Pig Iron Co. vs. C. & O., 
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ELLOS: 


A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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THE TRAFFIC WORLD 


HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 


your call for consultation on any matter that 
may bob up in your office at any time. 


. A running report of progress in any matter 


before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


DAILY 


AFFIC WORL)) 


o=—— TRAFFIC BULLETIN =" 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill 
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49 I. C. C. 338, and Valley & Siletz R. R. Co. vs. Sou. Pac., 53 
I. C.-C. 397. 

In the instant case we believe the switching service was 
local traffic because, as explained above, there was no road-haul 
movement following the switching movement, therefore, the $12 
charge is applicable. 

In view of the fact that the switching charge is $12, it is 
not necessary to go into the per diem feature, except to say 
that, although the X Railroad uses the per diem term, it is not 
trying to exact that from you, but only the proper switching 
rate. 

Tariff Interpretation—Application of Stock Cattle Rates in 
Cc. B. & @. I. C. C. 16055 

Missouri.—Question: A car of stock cattle shipped from 
point A and consigned to destination C, no through rate in 
effect, correct rate being a combination over point B, which is 
40c cwt. to B and 8c per cwt. beyond to C, and using Jones’ 
228, I. C. C. U. S. 1 is reduced to 47c cwt. The rates are car- 
ried in C. B. & Q. tariff 15025-A, I. C. C. 16055, and St. L. S. F. 
358-J, I. C. C. 8546. The Frisco tariff provides for the stock 
cattle rate, but C. B. & Q. tariff is governed by live stock cir- 
cular 3652-N, I. C. C. 16872, and this circular provides for stock 
cattle rates in item 465 from points on C. B. & Q. R. R. on or 
east of Missouri River (see item 15) to points on various other 
roads not naming St. L. S. F. R. R. Upon referring to item 15 
you will note that this item defines territory A, B, and C. The 
shipment in question originated in territory C and was destined 
to territory A, that is, point A is in territory C, and destination 
C is in territory A. The C. B. & Q. contend that their tariff 
does not provide for the application of the stock cattle rates 
between the points mentioned; however, the Frisco is willing 
to protect the stock cattle rates from B to C. It is our opinion 
that, under item 15, as quoted above, the stock cattle rates 
‘should apply from point of origin to destination. 

Your opinion: and reference to any decisions regarding this 
matter will be greatly appreciated. 

Answer: The pertinent parts of item 465, of C. B. & Q. 
I. C. C. 16872, are as follows: 


Stock cattle—Western Trunk Line Territory only— 

(a) 75 per cent of cattle rates will apply on carload shipments 
of stock cattle moving between points named in Section (b) 

The above basis will also apply between same points in con- 
nection with local rates where same are used in making through 
rates, 

Exceptions 


* * * (qd) will not apply in connection with proportion rates. 

Item 10 (not 15) is not, in our opinion, pertinent. It is but 
a general territorial application of this rules circular, applying, 
as it provides “except as otherwise provided in individual items.” 
Item 465 provides otherwise, so item 10 is excluded. Item 15 
is but a definition or description of the territories referred to 
in item 10, and likewise is not pertinent. 

If the 40c rate you are claiming to the base point in C. B. 
& Q. I. C. C. 16055 is a local rate and, of course, if it is covered 
by the territorial description in paragraph (b) of item 465, then, 
we think, you are entitled to use said rate in the manner de- 
scribed. This is clearly provided for in the second paragraph 
of subdivision (a), as quoted above. 

On the other hand, if the 40c factor in C. B. & Q. I. C. C. 
16055 is a proportional rate, then the carrier’s contention is 
correct, for exception (d), also quoted above, would exclude its 
application. 

It is true that item 465 of I. C. C. 16872, in its heading, re- 
fers to “Western Trunk Line Territory” and paragraph (b) 
further restricts that description to certain roads, among which 
the St. L.-S. F. is not included. However, this item controls only 
those rates or tariffs which refer to or are governed by this 
circular and has no application to rates named in other tariffs. 
It governs the factor up to the Missouri River as carried in 
I. C. C. 16055, but we do not think its language excludes such 
rates from being used as factors in combinations, if, of course, 
such factor itself meets the requirements of item 465. 

There apparently is no quetsion as to the factor carried 
in the Frisco tariff. Therefore, if the factor to the Missouri 
River published in C. B. & Q. I. C. C. 16055 meets the require- 
ments of item 465 of the rules circular, I. C. C. 16872, that is, 
is covered thereby, you are entitled to use the 40c factor in 
question, in our opinion. 

Damages—Declared or Released Valuation 

Missouri.—Question: Will you kindly advise us the extent 
of carrier’s liability for partial loss to a car of show hogs billed 
as “other than ordinary live stock” on which an erroneous valua- 
tion of $40 each was declared by man in charge, when some 
of the hogs were valued at $100? The man in charge had no 
authority to declare the valuation. Several hogs died as a result 
of carrier’s agent failing to execute a separate contract with 
man in charge, as he promised, and the conductor would not 
allow him to ride in the car with the stock. Two of the hogs 
found dead when car was unloaded were valued as $100 each. 

If we remember correctly, there is a decision by the United 
States Supreme Court which holds the carrier liable for the 
actual value of the lost or damaged items, regardless of the 
agreed valuation. 
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Answer: The courts have held that where the carriers pub- 
lish alternative rates based upon the valuation of the goods as 
declared in writing by the shipper, the shipper is bound by his 
declaration of value and cannot recover, in case of loss of or 
damage to goods, an amount in excess of the declared valuation. 
See D. C. S. R. Co vs. Carl, 227 U. S. 639; Wells vs. Neiman- 
Marcus, 227 U. S. 469; American Ry. Express Co. vs. Linden- 
burg, 263 U. S. 584. 

It does not appear that, in the instant case, there are cir- 
cumstances which would entitle you to recover an amount in 
excess of the declared value of the stock, assuming that the 
carrier cannot be charged with notice of the lack of authority 
on the part of the man in charge to release the stock to the 
valuation declared in the live stock contract, or that liability 
on the part of the carrier may not be predicated upon the 
refusal of the carrier to allow the man in charge to accompany 
the stock. American Ry. Express Co. vs. Daniel, 269 U. S. 40. 
Routing and Misrouting—lInitial Carrier Not Required to Use 

Third and Intervening Carrier Where Its Line in Connec- 

tion with Carrier Specified by Shipper Forms Complete 

Route 

Wisconsin.—Question: On April 6 we had a shipment for 
Jenkins, Ky., and we inserted in the route column of the bill 
of lading the letters C. & O. 

This shipment was given to the C. & N. W. Ry. Co., who 
moved same via Chicago gateway at a rate approximately 20 
per cent greater than would apply via across lake route, claim- 
ing that, since they have physical connection with the C. & O. 
at Chicago, through the Indiana Harbor Belt Ry. of Chicago, a 
through route is thereby formed. 

We are under the impression that, since we failed to show 
the words via Chicago gateway or make reference of the con- 
necting line between the C. & N. W. and the C. & O., namely, 
the I. H. B., that by specifying C. & O. on the routing column 
on the bill of lading, we did not complete the route and, in the 
absence of complete routing, carriers should have handled via 
cheapest available route, which was across lake. 

Will you please let me have your opinion in this connection, 
citing any decisions that would have any bearing on this ques- 
tion? 

Answer: Where the consignor specifies the routing that 
he desires his shipment to take by naming a carrier, which, in 
connection with the originating line, forms a through route 
from point of origin to destination, the initial carrier cannot 
be charged with having misrouted the shipment if it bills over 
that route instead of selecting a cheaper route in which those 
carriers participated, but with a third carrier intervening. 
Stebbins vs. D. L. & W. R. R., 42 I. C. C. 150. 

Under the opinion of the Commission in Hogan Brothers 
vs. C. B. & Q. R. Co., 113 I. C. C. 223, the above pricniple is 
applicable in the instant case, assuming that the switching 
charge of the I. H. B. is absorbed by the initial carrier. In this 
case the Commission said: 


Complainant’s claim for the applicability of the Westwego Ele- 
vators rate at Atlanta is based upon the fact that the Illinois Central, 
the only carrier named in route 2, does not reach Westwego Ele- 
vators with its own rails. Complainant therefore contends that the 
routing instructions in the tariff are incomplete and permit any rout- 
ing not a prohibited over lines parties to the tariff, pro- 
vided the Illinois Central first be given a haul beyond East St. Louis. 
But it is provided that the switching charges of the delivering line 
shall be absorbed by the Illinois Central, and under such circumstances 
it was not necessary to name the switching line in the routing instruc- 
tions. See National Supply Co. vs. C. B. & Q., 66 I. C. C. 604, 605 


Rates—Through Commodity Rate Exceeding the Aggregate of 
Intermediate Commodity Rates 


Illinois—Question: From A to C specific joint commodity 
rate of 35%c, minimum 60,000 pounds, routing via publishing 
carrier to Kansas City, Mo., and carriers E, F, G, or H, to con- 
nection, with delivering carrier K. 

From A to B commodity rate 2014c, minimum 40,000 pounds. 
From B to C commodity rate 22c, minimum 40,000 pounds, ap- 
plicable over same route of carriers as through published rate. 

In view of the fact that the joint through commodity rate is 
published on a minimum of 60,000 pounds and we have an order 
for 20 tons, is it permissible to employ the combination rate 
quoted above, which will result in lower through charges than 
by use of the through rate with a higher minimum? 

Also in constructing this combination rate, are we permitted 
to employ Combination Tariff ICC U. S. No. 1, deducting the ar- 
bitrary applicable to the commodity in question, inasmuch as 
both tariffs naming the factors on minimum of 40,000 pounds 
give specific reference to the combination tariff? 

Answer: With respect to this question, see our answer to 
Arkansas, on page 1190 of the November 19, 1927 Traffic World, 
under the caption “Through Class Rate Exceeding Aggregate 
of Intermediate Commodity Rate.” 

The principle of the Commission’s opinions and the con- 
ference ruling referred to therein is applicable in the instant 
case. 

As to a through rate exceeding a combination of inter- 
mediates constructed by the use of Agent B. T. Jones’ Com- 
bination Tariff ICC U. S. 1, see our answer to “Missouri” on 
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SOUTH SHORF 





Si. i> N 
“The Symbol of Service” 





For the New Year 


NINETEEN TWENTY-EIGHT arrives, and 
brings with it a clean page on which to 
record the business of another year. 


New routing schedules are in the mak- 
ing. The time is at hand to look forward 
to a service that serves. The South Shore 
Line offers fast freight service on carload 
traffic, between principal eastern points, 
Chicago and points west, southwest and 
northwest, in connection with principal 
railroads. 


Route your freight via the SOUTH 
SHORE LINE, and let us help to make 


for your happiness and prosperity during 
1928. 


Traffic Department 


CHICAGO, ILL.—79 W. Monroe St., Phone Central 8280 
. W. Shappert, Assistant to Vice-President 

William Petersen, Traffic Manager 

Cc. L. Binger, Assistant General Freight Agent 

W. R. Jones, Commercial Agent 

L. W. Hodgetts, Traffic Representative 


SOUTH BEND, IND.—301 N. Michigan St., Phone Lincoln 5764 
A. W. Oberfell, General Freight Agent 
R. E. Frantz, Traffic Representative 





= 
i LLL LL, 

= 

by My 


J 


1 


= + 


| a 


WA ia 


[are fim Le 


f 


t 





Representatives 


Cleveland, Ohio 

Fred N. Hait, Gen. Agt., 
1608 Williamson Bldg., 
Phone Cherry 5957 


Detroit, Mich. 

Wm. H. McCloud, Gen. Agt., 
3-223 General Motors Bldg., 
Phone Empire 6640 


Los Angeles, Calif. 
A. M. Culver, Gen. Agt., 
800 S. Spring St., 
Phone Trinity 0781 


San Francisco, Calif. 


Cc. F. Arnold, Gen. Agt., 
620 Dollar Bldg., 
Phone Sutter 5019 


Louisville, Ky. 


B. J. Webb, Gen. Agent. 
304 Lincoln Bldg., 
Phone Main 3003 


Minneapolis, Minn. 


Ernest Irber, Gen. Agt.., 
316 Corn Exchange Bldg., 
Phone Geneva 1063 


New York City 


H. H. Meyer, Gen. Agt., 
1618 Transportation Bldg., 
Phone Bowling Green 0671 


Pittsburgh, Pa. 


A. Waldbauer, Gen. Agt., 
528 Park Bldg., 
Phone Atlantic 0174 
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CHICAGO SOUTH SHORE AND SOUTH BEND R. R. 
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page 536 of the February 20, 1926 Traffic World, under the cap- 
tion “Rates—Through Rates Exceeding Product of Intermediate 
Rates treated by Combination Rule.” 
Delay—Liability of Carrier 

Michigan.—Question: During the year 1926 we purchased a 
number of cars of potatoes from a concern in the State of 
Michigan, same to be shipped from points throughout the State 
of Michigan. These cars were purchased by ’phone conversation 
daily, with instructions to party from whom we were purchase 
ing same to ship that day, and purchases were based on market 
of that day. 

Many of these cars shipped were delayed in arriving at 
destination. Claims were filed against the carriers for loss of 
market on account of delay and decline of market over period 
of delay. 

Investigation of these claims developed that order notify 
bills of lading were issued and signed by agent of the railroad 
on days cars were purchased. We found that these cars were 
from one to three days in moving from point of shipment on 
account of no train service at that point. Agent at shipping point 
did not make any notation on bill of lading as to when cars 
would move forward, yet at the time of signing he was aware of 
the fact that same could not move from that point day bill 
of lading was signed, and shippers were not notified that cars 
would not move out same day which they were billed. 

Are carriers legally liable for signing an order bill of lading 
on day car is loaded and released without making notation on 
bill of lading to effect that car would not move until next day, 
and actually move the car out on train one to two days after 
signing of bill of lading? 

In the above cited.case, who, in your opinion, is actually 
responsible to us for our loss through decline in market and the 
delayed arrival at destination? 

Answer: A railroad carrier is not an insurer against the 
occurrence of delays, and hence is not liable where the delay 
is attribut.ble to misfortune or unavoidable accident, an act of 
God, the public enemy or the fault of the shipper. In this 
respect it stands on the same ground with other bailees. All 
that can be required of it in any emergency is that it shall 
exercise due care and diligence to guard against delay and to 
forward the goods to their destination. See Vencill vs. Q. O. 
& K. C., 112 S. W. 1030, and Flick & Hillman, Ince. vs. D. L. & 
W., 172 N. Y. S. 129. Furthermore, it is the duty of a consignee 
to accept goods, regardless of delay thereto, if the goods have a 
substantial value at the time they are tendered by the carrier. 

Ordinarily, the measure of damages for unreasonable delay 
is the difference between the value at destination at the time 
the goods arrive and the time the goods should have arrived 
in the usual course of transportation. 

Apparently there was no undertaking on the part of the 
carrier to move the cars offered on the day the bills of lading 
were issued or to deliver the goods at destination at or within a 
specified time. The mere fact that order bills of lading were 
issued, did not, in our opinion, obligate the carrier to forward 
the goods on the day the bills of lading were executed. 

So far as interstate shipments are concerned, a carrier may 
not enter into a contract to deliver goods at or within a specified 
time, except where authorized by tariff containing alternative 
rates based upon the class of service afforded. In this connection 
see our answer to South Carolina, on page 1510 of the December 
24, 1927 Traffic World, under the caption “Delay—Liability of 
Carrier.” 


Tariff Interpretation—Trade Names 


Arizona.—Question: Will appreciate your opinion and any 
authoritative ruling to the effect that the carriers are justified 
in contending for the classification of an article as advertised 
and billed when in fact the article is not properly described in 
the catalogue and on bill of lading, but is an article which takes 
a lower rating. 


Answer: If the article in question is actually sold upon the . 


description contained in the catalogue, the rate applicable to 
that article must, under the opinion of the Commission in An- 
drews Soap Co. vs. P. C. C. & St. L. Ry., 4 I. C. C. Rep. 41, be 
applied. In this case the Commission said: 


A manufacturer’s description of an article to induce its purchase 
by the public also describes it for transportation, and carriers may 
accept his description for purposes of classification and rates. Car- 
riers are not required to analyze freight to ascertain whether it is 
in fact inferior to the description or public representations under 
which it is sold, in order to give it a lower rate corresponding to 
its actual value. 


If, however, the article in question is sold to the trade as 
the article it realy is, and not as it is described in the catalogue 
and in the bills of lading, it is our opinion that under the Com- 
mission’s opinion in Harris Brothers Co. vs. Director General, 
60 I. C. C. 428, and the decision of the Supreme Court of the 
United States in N. Y. C. & H. R. RR Co. vs. Sam’ Goldberg, 
250 U. S. 85, which decision is set forth on page 1087 of the 
May 24, 1919 Traffic. World, the rate on the actual article must 
be applied. 

The Commission, in its opinion in the case last referred 
to, said: 
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Defendants also urge that the bills of lading must govern, and that 
complainant can not show by parol evidence that the shipments were 
of something other than as described by it or its agent in the trans- 
portation contract contained in the bills of lading. This contention 
is without merit. See Carthage Marble & White Lime Co. vs. M. P 
R. zk. ce, 2st. Cc. Cc GS. 


The decision of the Supreme Court is based upon the last 
sentence of Section 7 of the Uniform Bill of Lading Contract 
Terms and Conditions, which reads: 


If upon inspection it is ascertained that the articles shipped are 
not those described in this bill of lading, the freight charges must 
be paid upon the articles actually shipped. 


Tariff Interpretation—Two-Ply versus Three-Ply Combination 
Rate in Absence of Joint Through Rate 

Georgia.—Question: Will you please let me know if you 
have had occasion to make a ruling regarding the following situ- 
ation or if you know of a decision by the Interstate Commerce 
Commission covering? 

A shipment of lumber moved from “A” to “C” via junction 
“B.” There is a commodity rate from “A” to “B.” However, 
a local class “P’” combination to “B” makes lower than the 
through rate to that point. The rate of course from “B” to “C” 
does not enter into this situation. Now of course the situation 
existing between “A” and “B” is in violation of the Fourth 
Section and the shipper should be able to secure reparation after 
the rate is corrected. Is it not a fact, though, that the commodity 
rate from “A” to “B” must be used in preference to the local 
combination whether class or commodity, until this rate situ- 
ation is corrected? In other words, does the fact that the 
shipment is going beyond “B” to “C” authorize a carrier to pro- 
tect the lowest combination, disregarding entirely the proper 
factors to use in making up the combination rate? Tariff Cir- 
cular No. 18-A states that in the absence of a through rate the 
lowest combination of applicable rates should be used. Would 
= the applicable rate in this case be the commodity rate from 
“é ” to “ar 

Answer: With respect to this question see Birmingham 
Traffic Bureau vs. Director General, 115 I. C. C. 33; Burns & 
Knapp vs. B.S. & KB. KR. Ry. Co., 62 i. €. C. $45 and 74 1. Cc. C. 
111, and Contact Process Co. vs. N. Y. C. & St. L., 17 I. C. C. 
184. 

In its original report in Burns & Knapp vs. B. S. & K. R., 
62 I. C. C. 345, the Commission held that the three-ply and not 
the two-ply combination was applicable, but in its supplemental 
report, 74 I. C. C. 111, it reversed this finding and held that the 
two-ply combination was applicable. Its opinion in the sup- 
plemental report is therefore contrary to its opinions in the 
other two cases cited above. 


Damages—Delay in Transit 

Illinois —Question: A carload shipment containing a com- 
modity, subject to sale, dependable on market quotations, is 
due to arrive at destination on the first of the month and is 
delayed in transit by carriers, arriving on the second. Market 
declines 1c on the second and, because this is a speculative 
commodity, it is held at destination five days, and is sold at 
a price 4c higher than that of the first. 

Because of the fact that the consignee held car for specu- 
lative purposes and realized a higher price for the commodity, 
does this relieve the carrier from the payment of claim for the 
one day decline in market from the first to the second? If, 
after the five day period, the market declined 4c lower than 
that of the first, naturally, the carriers would insist upon paying 
only for the decline of one day, and it would be my contention 
that they should take like action in this case. Am I correct? 

Answer: If during the negligent delay to a shipment the 
market price at destination increases it has been held that the 
shipper is not injured and is not entitled to recover damages. 
See Stevens vs. St. L. S. W. Ry. Co., 178 S. W. 810; K. C. S. 
Ry. of Tex. vs. Hughey, 182 S. W. 361. 

Limitation of Action—Recovery of Amount Erroneously Re- 
funded as Overcharge 

Illinois—Question: A claim is filed for overcharge on ship- 
ments moving within the statutory period, and subsequent to 
three years and one day from date of delivery, it develops that 
claim is paid in error, and carriers request refund. Does statute 
of limitations, of three years and one day from date of delivery, 
govern in this case? In other words, does the carriers’ request 
for refund constitute an undercharge? 

Answer: Paragraph 3 of section 16 of the interstate com- 
merce act provides that all actions at law by carriers subject 
to the act for recovery of their charges, or any part thereof, 
shall be begun within three years from the time the cause of 
action accrues, and not after. This same section of the act 
also provides that for recovery of overcharges action at law 
shall be begun, or complaint filed with the Commission within 
three years from the time the cause of action accrues, the 
cause of action being deemed to accrue upon delivery or tender 
of delivery of the shipment. 

So far as the recovery of an amount erroneously refunded 
by a carrier as an overcharge is concerned, it has been held 
that such an action is not governed by the limitation period 
prescribed in paragraph 3 of section 16 of the act, but that 
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St. Louis Cotton Compress Company 
General Warehouse 


STORAGE — CONCENTRATION — DISTRIBUTION 


East St. Louis, Illinois 


LOW RENT — LOW INSURANCE 


Best of Switching, Loading and Unloading Facilities 


THE WAREHOUSE 


We have a one story brick warehouse 2000 feet long by 180 feet wide, skylights, 
divided by brick walls into compartments of approximately 20,000 square feet 
each. 

SWITCHING, LOADING AND UNLOADING 


The warehouse has switch tracks on each side running the full length of the 
building affording each compartment ample loading and unloading facilities. 


it ae 


HEAVY COMMODITIES 
The floor of the entire building is laid on the ground making it especially 
desirable for the storage of heavy commodities. 
FIRE PROTECTION 
The building is equipped with automatic sprinklers throughout. It is also 
protected by a system of outside and inside hydrants. 
RAILROAD CONNECTIONS 


The building is served by the Terminal Railroad Association and Southern 
Railway making connections with all trunk lines entering St. Louis or East 
St. Louis. 

ANY SPACE DESIRED 


We will rent or lease one or more compartments or handle commodities 
on a regular storage basis. 

INFORMATION 
Traffic information to enable economical distribution furnished on request. 
We invite correspondence from firms wishing to establish a concentration or 
distribution Warehouse at this point. 


ST. LOUIS COTTON COMPRESS COMPANY 


Room 407 Federal Commerce Trust Building, ; St. Louis, Missouri 
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such an action is one for money had and received and subject 

to the limitation statutes of the several states. See Michigan 

Central vs. Partridge, 17 Fed. (2d) 657. 

Tariff Interpretation—Carload vs. Less-than-Carload—More than 
One Biil of Lading Issued 

Michigan.—Question: A shipper at Rockford, Ill., loaded a 
car of screws from the freight station team track, weighing 
31,000 pounds, without any service being performed by the 
station agent. The shipment was intended for one consignee 
at one destination. However, the various sizes of screws were 
for use at five different plants. The shipper, being uncertain 
about billing, consulted the station agent for his opinion. Either 
upon the agent’s suggestion or his own initiative, the shipper 
billed said shipment upon five bills of lading, consigning the 
screws to each plant. The car was handled as a carload from 
point of origin to destination without being transferred at con- 
nections, being placed at the public delivery track. The con- 
signee at destination made arrangements to handle the car from 
the team track without any service being rendered by agent 
at destination. Upon receipt of five freight bills at less-carload 
rating, they were paid upon protest. 

Section 15 of the classification provides for the alternative 
application of less-carload vs. carload freight, which also has a 
provision regarding handling through a station agent warehouse 
for a charge of 2%c per 100 pounds. In the particular case in 
question, the shipment was neither handled by the station 
agent at point of origin or destination. Inasmuch as the ship- 
ment consisted of 31,000 pounds loaded from one station in one 
day to one consignee atone destination, although distributed by 
the consignee to his various plants, we believe that the bills 
of lading should be subject to correction. Through misinter- 
pretation of the rules, we do not believe the consignee should 
be required to pay freight upon less-carload basis for carload 
shipments. It is our opinion that the actual condition of the 
movement controls the rate application rather than the technical 
misunderstanding of the rules, because neither carrier handling 
this shipment has been subject to additional service other than 
usually performed in handling carload business. 

Having paid the freight charges upon less-carload basis, we 
would request that you advise what recourse we would have 
against such carriers. 

Answer.—In rule 14, Consolidated Classification No. 5, it is 
provided that “carload ratings or rates apply only where a car- 
load of freight is shipped from one station, in or on one car, 
except as provided in rule 24, in one day, by one shipper for 
delivery to one consignee at one destination. Only one Dill 
of lading from one loading point and one freight bill shall be 
issued for sueh carload shipment. * * *” 

In our opinion, under the principle of the findings of the 
Commission in G. W. Sheldon & Co. vs. Wabash R. Co., 38 
I. C. C. 569, and Scudder vs. T. & P. Ry. Co., 22 I. C. C. 60, the 
less-than-carload rates must be applied on the five lots shipped. 

The opinions of the Commission in the above cases are 
based upon the provisions of rule 14, reading: 


Only one bill of lading from one loading point and one freight bill 
shall be issued for such carload shipment. 


It is our opinion that, regardless of the other circumstances 
under which this shipment moved, the fact that more than one 
bill of lading was issued makes inapplicable the carload rate on 
the five lots. 


MEN IN TRANSPORTATION 





The activities of the Chamber of Commerce of the United 
States in the fields of transportation and communication are 
centered in the transportation and communication department, 
of which Alvin B. Barber has been manager since January 9, 
1923. This department deals with matters relating to the rail- 
roads, electric railways, motor transport, highways, waterways, 
port terminals, merchant marine, postal and express service, 
telephone, telegraph, cable, radio, and aeronautics. 

“These activities are undertaken to assist the development 
of these agencies to meet the demands of business; to aid in 
improving the relationship of the services to the public and to 
each other; to promote and maintain sound governmental poli- 
cies toward them; to keep the Chamber membership advised 
as to developments, actual or prospective, which merit attention; 
and to afford information and assistance in particular cases, on 
request,” says the Chamber, in explaining the purposes of the 
transportation and communication department. 

Four committees of the Chamber function in connection with 
the activities of the transportation and communication depart- 
ment—the transportation and communication advisory commit- 
tee, the highways and motor transport committee, the postal 
serviee committee, and the aeronautics committee. 

A. L. Humphrey, of Pittsburgh, Pa., is chairman of the 
transportation and communication committee; Frederick J. 
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Haynes, of Detroit, Mich., is chairman of the highways and 
motor transport committee; Lucius Teter, of Chicago, IIl., is 
chairman of the postal service committee, and John G. Lonsdale, 
of St. Louis, Mo., is chairman of the aeronautics committee. 

Since Mr. Barber has been manager of the department, the 
Chamber has had three referendums to obtain the views of its 
members on transportation and communication proposals. Ref- 
erendum No. 43, on transportation, was taken in 1924, following 
the Transportation Conference held in January, 1924, under the 
auspices of the Chamber. The following year Referendum No. 
44, on the report of the committee on postal service, was taken, 
and in 1926, Referendum No. 48, on the advisory committee’s 
report on the merchant marine, was taken. The referendum 
on the merchant marine followed a conference in Washington 
in the fall of 1925, at which problems related to the merchant 
marine were considered. Opinion of the membership of the 
Chamber also is developed through submission of and action 
on resolutions. 


The Chamber now advocates legislation providing for an 
adequate privately owned and operated merchant marine through 





J. B. BARBER 


maintenance of essential trade route services and opposes the 
proposal for a government shipbuilding program looking to con- 
tinuance of the Shipping Board in the shipping business. It 
advocates legislation to remove present obstacles to the con- 
solidation of railways into a number of strong, competing sys- 
tems. Another legislative objective of the Chamber is revision 
of postal rates. The results of the postal rate increases made 
in 1925 to meet wage increases granted postal employes would 
make a long story that would make “any traffic man shiver,” 


according to Mr. Barber. These rates, in his view, were made: 


in direct violation of one of the elementary principles of rate 
making—that the rates must not be higher than the traffic will 
bear. In illustration of his point, he refers to the increase of 


from 1 cent to 2 cents in the postage on private mailing cards. 


Congress estimated that this would increase the revenue from 
this class of mail from $12,500,000 to $22,500,000. Instead of 
what Congress expected, the private mailing card business was 
all but killed and the revenue dropped to around $4,000,000. 
Mr. Barber feels that the results of postal rate-making by Con- 
gress in 1925 effectively illustrate why there should not be 
direct rate making by Congress in the field of railroad trans- 
portation. 

Mr. Barber, who was born in Portland, Ore., May 19, 1883, 
began his transportation experience as a sixteen-year-old boy 
when he obtained a job with the Oregon Railroad & Navigation 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


A Less Carload Transfer and Freight Station 
That Will Meet the Most Critical Requirements 


FOREST HILL TRANSFER STATION 


(76th to 79th Sts., between Leavitt and Western Aves.) 


Concrete and steel construction with a capacity of 200 cars 
at the platforms, with modern, up-to-date equipment for the 
handling of less carload freight. 


ba Bed: 
“e 








Twenty Truck Capacity at Our Terminal 
Insures You Against Delays 


Avail yourself of this new facility 
by 
locating your plant on the BE OCT R.R. 


ADDRESS 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 
CHICAGO CHICAGO 
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Company in connection with the survey of a line in eastern 
Washington. He was educated at Portland Academy and West 
Point. He took post-graduate courses in the U. S. Engineer 
School in 1910, the Army Field Engineer School in 1911, and 
in the Army Staff College in 1912. He served as lieutenant and 
captain, engineer corps, on civil and military works, in the 
United States and the Philippines in the period 1905 to 1915. He 
was assistant to the chief of engineers from 1915 to 1917. In the 
latter period he was assigned in the War Department to the 
preparation of plans for railway work of the army in the event 
of war, including the making of arrangements with the railroads 
for mobilization of ten regiments of railway troops. When 
war was declared on Germany, these railway troops were among 
the first to be organized and to arrive in France. In effecting 
these arrangements, Colonel Barber worked with S. M. Felton, 
president of the Chicago Great Western, who represented the 
railroads. He went overseas with the railroad commission sent 
to England and France in May, 1917, and was assigned to the 
general staff at general headquarters of the American expedi- 
tionary forces in the period from June, 1917, to February, 1918, 
handling questions concerning organization of expeditionary 
forces and shipments from the United States. He was at the 
front from June, 1918, until the signing of the armistice. From 
January to August, 1919, he was in charge of transportation 
and distribution of the American Relief Administration, report- 
ing directly to Herbert Hoover in Paris. From August, 1919, 
to December, 1922, he was technical adviser to the Republic 
of Poland, in charge of a group of American technical experts 
assisting in the organization of railway, coal mining, distribu- 
tion, and other economic branches of the Polish government. 
In the last year Mr. Barber has been actively engaged as director 
of fie National Conference on Street and Highway Safety, which 
has formulated the ‘Uniform Vehicle Code” that has been 
adopted thus far by the legislatures of twelve states.—S. H. S. 


ATLANTIC STATES BOARD 


The business outlook for the first three months of 1928, as 
disclosed in the car requirements for the basic industries in the 
Atlantic states territory, is healthy and, as compared with the 
same period of last year, most lines will show increased activity 
ranging from two and a half to twenty-five per cent, according 
to the commodity committee reports at the annual meeting of 
the Atlantic States Shippers’ Advisory Board in New York Jan- 
uary 5. 


Virtually every line of business activity was represented by 
the several hundred shippers present, and all the major trunk 
line carriers were represented by either their presidents or vice- 
presidents, as well as their traffic and operating officials. The 
meeting was one of the largest ever held by the board. W. J. L. 
Banham, of New York, general chairman, presided. 

With the exception of machines and machinery, coal, iron 
and steel, clay and clay products, canned foods and roofing ma- 
terials, which expect about the same volume of business as 
moved the first quarter of last year, as well as paints, brick, 
electrical machinery, brass, copper and bronze, crushed stone, 
sand and gravel, which foresee a decline, all other commodities 
are expected to move on a larger scale. 

The tobacco and tobacco products industry anticipates an 
increase of 4 per cent; automotive parts and accessories, 2% 
per cent; fluid milk, 5 per cent; powdered milk, 15 per cent; 
petroleum products, 5 per cent; leather, 12 per cent; tanning 
materials, 25 per cent; slate, 3 per cent; paper and pulp, 9 
per cent; chemicals, 10 per cent; cement, 5 per cent; lime, 5 
per cent; fertilizer, 8 per cent; glass containers, 5 per cent; 
confectionery, 7% per cent; and cordage, 12 per cent. Salt 
shipments will be only slightly less than last year, while textiles 
and less-than-carload shipments in the New York territory, in- 
cluding Brooklyn, Albany, Rochester, Syracuse, Troy and Jersey 
City will vary more or less, as will the Pennsylvania less-than- 
carload shipments. 

J. S. McCulloh, president of the New York Telephone Com- 
pany, addressed the shippers and railroad men at luncheon on 
the subject of “Communication and Transportation.” 

The various commodity committee reports, supplemented by 
those from the carriers, which showed their equipment and han- 
dling facilities to be in excellent condition, with freight moving 
promptly, are summarized as follows: 


Automobile Parts and Accessories: The outlook for the first quar- 
ter of 1928 is most favorable, and we look for increased shipments 
from the entire industry. 

Brass, Copper and Bronze: Companies which reported actual num- 
ber of cars shipped in the three months of last year, estimated they 
would ship 16/17 as many this year. di 

_.Companies reporting by percentage estimated they would ship 
within 5 per cent as many cars as they did in the corresponding 
period last year. 

Brick: The brick committee estimates that shipments will pos- 
sibly be as much as ten per cent less than for the same three months 
a year ago. General business conditions are not good, and com- 
petitive conditions are chaotic. 

Confectionery: There has been a. slight falli off in business 
and anaes for the coming year wauld not indicate an improve- 
ment, 

Canned Foods and Preserves: Shipments of canned foods will 
equal the shipments made for the same months in 1927. The gen- 
eral survey of the industry indicates fair business conditions pre- 


TRAFFIC WORLD 





Vol. XLI, No. 1 






vailing at present, with the possibility of continuing for some time 
to come. 

Cordage: About the same as last year. AS compared to last quar- 
ter, the total requirements for first quarter of 1928 represent a 12 
per cent increase. 

Coal, Coke and Ore: General conditions show at the present time 
the demand is very slack for both anthracite and bituminous coal 
and the product consequently is small. 

Crushed Stone, Sand and Gravel: The consensus is encouraging. 

Clay and Clay Products: The car requirements will be approxi- 
ee the same as the cars actually loaded in the same three months 
oO 927. 

Dairy and Poultry Products: There will be approximately a 5 
per cent increase in fluid milk shipments for the coming three months 
us compared with last year. It is expected there will be approximately 
15 per cent more powdered milk manufactured. 

Cement: For the first quarter of 1928, shipments will be 5 per 
cent greater than in 1927. 

Chemical: The first quarter of 1928 will require 10 per cent more 
equipment than was called for in the last quarter of 1827. Many 
factors are contributing to the more promising outlook. There is i 
general improvement in all industry which is being reflected in the 
on number of inquiries, and larger volume of sales of chem- 
icals. 

Fertilizer: A considerable increase of the movement of fertilizer 
is expected in the months of February, March and April, as it is 
probable the farmers will be slow in buying and, therefore, it will 
bring the heavy movement in the latter part of the spring season. 

Electrical Machinery: Industries represented on this committee will 
require approximately 5,702 cars for the quarter. In these three months 
of last year car requirements were 6,041. 

Glass Container: Car requirements are estimated at 2,675 cars, 
which is about 5 per cent greater than either the preceding quarter 
or the first quarter of 1927. 

Hides, Leather and Tanning Materials: Hides—Movement very 
good. Indications tend towards a very heavy movement in the first 
three months of 1928. 

Leather: Volume of business for the first three months of 1928 
should show an increase of approximately 12 per cent over the same 
period in 1927. 

Tanning Materials: Approximately 850 cars as against approxi- 
mately 680 in same period of 1927, or an increase of 25 per cent. 

Iron and Steel: Volume of business for the first three months of 
1928 is expected to be about the same as for the like period in 
1927, and rather greater than for the last three months of 1927. 

Lime and Gypsum: It is the opinion that shipments in 1928 
will be slightly less than 1927, which year showed a decrease under 
1925. These losses are attributable to a large extent in the displace- 
ment of lime by other commodities. It is predicted that shipments 
will be 5 per cent greater than for the corresponding period in 1927. 

Gypsum: It is estimated that shipments will be practically same 
as in the corresponding period of 1927. 

Machine and Machinery: (1) Approximate volume of business 
(carloads) for the first quarter of 1928—1,200 cars. (2) Shipments 
(carload) corresponding period preceding year were 1,200 cars. (3) 
Shipments (carloads) for the fourth quarter of 1927 were 1,200 cars. 
Business, in general, is good and will probably continue so for the 
first quarter of 1928. 

Paints, Oils and Varnishes: Will require approximately 1,496 cars 
for the transportation of finished products for the first quarter of 
1928. This represents a decrease of about 5 per cent over the same 
period last year. It is the general opinion that 1928 will be a banner 
year. 

Petroleum and Petroleum Products: Shipping of petroleum prod- 
ucts during the first quarter of 1928 will exceed shipping in the same 
period of 1927 by approximately 5 per cent. 

Prepared Roofing and Roofing Materials: The volume of business 
is sexpected to be about the same as for the corresponding period of 
1927. 

Pulp and Paper: The following data are based on reports from 
39 mills. 1—Anticipated car requirements for first quarter, 1928: 
January, 1,849; February, 1,771; March, 1,643. Total, 5,263. 

Salt: The approximate requirements will be as follows: For rock 
salt, 4,800 box cars; evaporated salt, 3,850 box cars. Total, 8,650 
box ears. This is slightly less than the requirements reported for 
the same period in 1927, due to general conditions. 

Slate: The approximate volume of business for the first quarter 
of 1928 will run well over 1,500 cars. This will be about 3 per cent 
above the same period in 1927, although some shippers forecast a 
reduction of one or two per cent. 

Textile: The textile business at present is changeable and it is 
likely to continue so for the ensuing two months, then business will 
probably revive favorably. 

Tobacco: The car requirements of shippers of manufactured to- 
bacco products will be about 4 per cent more than for the same 
months in 1927. The requirements for leaf tobacco will be about 5 
per cent more than in 1927. The general condition of the industry is 
good. 

Warehouse: Believe January, February and March, of 1928, will 
show a decided improvement over 1927, and from general observation, 
would say the increase should be approximately 12 per cent. General 
conditions are fair at the present time, and prospects all indicate 
a marked improvement for the year of 1928. Distribution business is 
increasing. There have been several new warehouses built in this 
region in the last year, both merchandise and cold storage. 


The year 1927 was next to the banner year in American 
shipping, H. G. Taylor, of the American Railway Association, 
said. The car total averaged practically 1,000,000 a week and 
about 51,500,000 cars were loaded, against 53,330,090 the 
previous year. 

We J. L. Banham, of New York, and P. W. Moore, of Long 
Island City, were reelected general chairman and general secre- 
tary, respectively. H. E. Springer, of Philadelphia, was elected 
alternate general chairman to succeed Bruce K. Wimer. 





GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board will hold its 
twentieth regular meeting at Toledo January 11. General trans- 
portation conditions will be reported by W. J. McGarry, Ameri- 
can Railway Association, and conditions local to the board will 
be reported by A. P. Stevens. The reports of the commodity 
committees, estimating prospective business in the various in- 
dustries, and of the railroads will be received. A revision of 
the by-laws, providing for holding the annual meeting the first 
Wednesday in June instead of in May, will be considered. The 
Toledo Transportation Club will hold its twenty-second annual 
banquet that evening. Members of the board are invited. 
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| Personal Notes 
SY 


C. B. Vanskike has been appointed general agent, Peoria 


and Pekin Union, at Pittsburgh. J. M. Purcell has been ap- 
pointed general agent at Kansas City. 

E. J. Madden has resigned as assistant traffic manager, 
Butler Brothers, Chicago, to take the position of traffic manager, 
Seng Teaming Company, Chicago. 

C. A. Schmidt, assistant traffic manager, United States Ship- 
ping Board, Chicago, has resigned, effective January 15, to be- 
come identified with the C. M. & D. Steamship Agency, Inc., 
which will open an office at Chicago, representing the American 
Export Lines Services from the north Atlantic to the west coast 
of Italy and Mediterranean ports. 

Richard Hackett, formerly western freight traffic manager, 
N. Y. N. H. & H., has been elected vice-president, Judson Freight 
Forwarding Company, with headquarters at Chicago. H. H. 
Benedict has been appointed general freight agent, New York, 
with jurisdiction over the eastern territory. 

V. Mylrea has been appointed district agent for Liverpool, 
England, Southern Pacific. N. R. P. Bonsor has been appointed 
assistant general agent, at London. 

J. Z. Miller, Jr., has been elected president of the Kansas 
City, Kaw Valley and Western Railroad Company. F. H. Kay- 
sing has been appointed foreign freight agent, at Kansas City, 
and will have charge of all matters pertaining to export and 
import traffic. 

Cc. E. Johnson, after thirty years of railroad service, has 
been elected president of the Kansas City Southern. He was 
born at St. Elmo, Illinois, in 1881 and entered railway service in 
1897 with the engineering department of the Chicago, Paducah 
and Memphis railway, which was taken over by the C. & E. I. 
He first became connected with the Kansas City Southern in 
1906, as locating engineer. He was promoted to office engineer 
in 1908, then division engineer and chief engineer. In 1917 he 
was made general manager and in 1924 he was elected vice- 
president and general manager in charge of operations. 

H. O. Bias has been appointed traveling coal freight agent, 
B. & O., succeeding L. N. Williams, resigned. 

H. B. Rogers has been appointed general live stock agent, 
Erie, with headquarters at East Buffalo, N. Y. W. F. Walters 
has been appointed live stock agent at East Buffalo, in charge of 
live stock traffic in the Buffalo district. 

J. A. Roach has been appointed general agent, freight de- 
partment, C. R. I. & P., at Chicago. 

Robert R. Williams has been appointed assistant general 
freight agent, Buffalo, Rochester and Pittsburgh, at Pittsburgh. 
succeeding J. C. Gross, resigned. Raymond W. Anderson has 
been appointed assistant general freight agent at Rochester, 
N. Y. The position of division freight agent at Rochester has 
been abolished. 

Cc. L. Outen has been appointed soliciting freight agent, Pied- 
mont and Northern, at Charlotte, N. C. 

Warren W. Brown, commercial agent, Nickel Plate, has been 
placed in charge of a newly opened office at Omaha. 

S. E. Southerland has been appointed general agent, Norfolk 
and Western, at Petersburg, Va., succeeding Sterling Ruffin, 
retired. 

Roy Poe has been appointed general freight agent, Atlantic, 
Birmingham and Coast, at Atlanta. 

L. F. Nelson has been appointed general agent, Wheeling 
and Lake Erie and Lorain and West Virginia, at Chicago, suc- 
ceeding A. B. Murphy, resigned. 

C. G. Holm has been appointed assistant general auditor, 
E. J. & E., succeeding G. W. Williams, who has leave of absence 
because of ill health. 

Frank E. Rush has been appointed general agent, C. & E. I., 
at Kansas City, succeeding J. G. Meehan, promoted. Jack T. 
Paris has been appointed general agent at Tulsa, succeeding 
R. E. Dirhold, resigned to accept service with another company. 

John T. Lewis has been appointed assistant general freight 
agent, Tennessee Central, at Nashville. W. B. Scruggs succeeds 
Mr. Lewis as terminal agent at Nashville. 


Henry N. Holdren, traffic manager of the Pittsburgh-Des 
Moines Company, has been elected chairman of the traffic com- 
mittee of the American Institute of Steel Construction, Inc., 
which comprises substantially all of the steel! fabricators in 
the United States and Canada other than those affiliated with 
the United States Steel Corporation. He started in the railroad 
business in the operating department of the Pittsburgh and Lake 
Erie in 1901, where he remained until 1906, when he was trans- 
ferred to the freight traffic department of the same railroad. 
Severing his connection with the railroad in 1911 he engaged in 
industrial traffic work as assistant traffic manager of the Na- 
tional Fire Proofing Company. He resigned in 1913 to take a 


similar position with the Des Moines Bridge and Iron Company, 
now the Pittsburgh-Des Moines Company, and associated in- 
terests in Pittsburgh. Throughout the war he served on the 
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traffic committee of the American Iron and Steel Institute. He 
is a former president of the Traffic and Transportation Associa- 
tion of Pittsburgh, a member of the Traffic Club of Pittsburgh, 
chairman of the terminal and switching committee and a mem- 
ber of the export and import committee of the Shippers’ Coun- 
cil of the Chamber of Commerce of Pittsburgh. 

J. C. Gross has been appointed assistant general traffic man- 
ager, Pittsburgh and West Virginia and West Side Belt, at Pitts- 
burgh. A. B. Murphey has been appointed general western 
freight agent, with headquarters at Chicago. 

Charles Donnelly, president of the Northern Pacific, has an 
nounced that, under a new plan of organization for the western 
district the duties and responsibilities of the late George T. Reid, 
vice-president, will be divided. W. E. Coman, now western 
traffic manager, will have the title of assistant to the president, 
with headquarters at Seattle, representing the executive depart- 
ment. C. H. Winders has been appointed western counsel. J. 
L. Burnham succeeds Mr. Coman as western traffic manager. 
J. L. Norton succeeds Mr. Burnham as assistant general freight 
and passenger agent at Tacoma. 

H. A. Weaver, general freight agent, Kansas City Southern, 
has been put in charge of rates and divisions and relations with 
foreign lines. G. B. Wood has been appointed general freight 
agent, in charge of solicitation. 

Marvin Hughitt, for more than thirty years president and 
chairman of the board of the Chicago and Northwestern, died 
at his home in Lake Forest, Ill., January 6. He was 90 years 
old. He suffered a paralytic stroke January 5. 





TRANS- MISSOU RI-KANSAS BOARD 


Carloadings in the territory of the Trans-Missouri-Kansas 
Shippers’ Advisory Board in the first quarter of 1928 will be 
2.3 per cent less than in the same period of 1927, according to 
the reports of the commodity committees. The railroads report 
they are in a position to take care of all requirements. The 
next meeting of the board, which will be the fifth annual, will 
be held at Kansas City March 21. Estimates of car require- 
ments for the next quarter, as compared with the same quarter 
of 1927, follow: 

Actual P —— 











Car 
Loadings es 
1st 1st Prospective % of 
; Quarter Quarter De- 
Commodity 1927 1928 Increase erease 
Agricultural Implements ....... 1,796 2,065 = 
PGCOMGDINSS sckesicccccacvceseve 83 12,000 10.7 
AION aia cine ni bine gids aid: cia<iziece.e ses 9,032 No Chi ange 
CE POU oss cis ce. aicie rviwene 11,080 36.5 
Coal PER YEE RPE Nes Pee 104,100 No Change 
NN aie alata wl anevera train Cats Me estes 1,937 No Change 
Dairy PONIES aco co sineiciee ne peed 1,250 9.6 
I na capS ery iane arelera's-6i6\ paieawicivig » dkcete 3,800 3.6 
nee peer nen entree 1,500 1.9 
he eee 1,062 10.2 
Bresn ‘Vesetavles .....0cccesee 250 $1.5 
SINE Keres atin os cise eine s.o's ¢-s:0:9.519'0 45,000 8.5 
Grain Products ....... 45,000 { 
EIOY GHG BOGAW osc ccccccecvvccs 11,390 10.0 
EEO). WUE, CtGrccccccccsceneves 5,758 6,100 5.9 
Castings, Machinery, Oo, EOE 1,425 1,085 23.9 
Lime, Plaster and Gy psum.....+ 3,847 3,500 9.0 
— Re enben.ormepieer 61,834 57,506 7.0 
MIEN ease okra ercieoesisieccuasia 19,100 17,350 9 
FOrest PROGUCES ....cccccccccene ,617 15,100 9.3 
MND = sda Boor oxatutiach ocheataceia ainiig ace wor b Ce 63 7,100 19.9 
Packing House Products....... 31, 947 30,450 Ay 
Petroleum and Products....... 53,386 56,586 6.0 
Potatoes SUPERS ree a RS PR eee i 1,100 p 
ER. sin a ataioratctn cierpiniietnastatscw nob ee 5,889 6,370 8.2 
Sand, Stone and Gravel......... 28, 373 25,536 10.0 
Total—All Loadings........ 488,511 477,249 2.9 


NEW ENGLAND ADVISORY BOARD 


The New England Shippers’ Advisory Board will hold its 
eighth regular meeting at Worcester, Mass., January 11. The 
commodity committees will estimate the prospective activity in 
their respective industries for the first quarter of 1928 and the 
railroads will report on condition of equipment and other mat- 
ters. General transportation conditions will be reviewed by 
W. C. Kendall, manager car service division, American Railway 
Association. A change in the by-laws, providing for two meet- 
ings a year, one in March and the other in September, the 
March meeting to be the annual meeting, will come up for 
consideration. The railroad contact committee and the execu- 
tive committee will meet January 10, prior to the board meeting. 
The Worcester Traffic Association will have a dinner the eve- 
ning of January 10 for board members. 


DOINGS OF THE TRAFFIC CLUBS 


The Greater Binghamton Traffic Club will hold its annual 
dinner at the Elks Club January 18. There will be a program 
of speaking and entertainment. 





In an effort to make the annual dinner of the Traffic Club 
of New York, February 21, an orderly affair, the dinner com- 
mittee has sent a letter to railroad traffic executives calling 
attention to the disorder that has prevailed at previous dinners. 









January 7, 1928 THE TRAFFIC WORLD 


He 
tia- 
gh, 
2m- 
un- 


an- 
tts- 
ern 


an 
ern 
aid, 
ern 
nt, 
aArt- 

As 
yer. 
ght 


rn, 
ith 
ght 


and 
lied 
ars 


, of 
De- 
ease 


ena 
S555) 


A FIRM FOUNDATION 


SN oe ttetse 
x 


Desewtgus 
SAWS TSS: 
weentcedd co tet SUS S 


























































58 THE 





not only in New York, but in other cities, and stating that one 
of the chief causes for it is the wholesale entertaining by 
transportation companies. The cooperation of the men to whom 
the letter is addressed is solicited. 





The Junior Traffic Club of St. Louis will hold election of 
officers and “ladies’ night” at the Warwick Hotel January 11. 
There will be a program of entertainment and dancing. The 
following ticket has been submitted by the nominating com- 
mittee: President, Leonard Snow; first vice-president, Harold 
C. Vogel; second vice-president, Gene Roth and Clarence Mor- 
gan; treasurer, C. O. Bardon and Charles H. P. Reitz. 





The Traffic Club of Wichita held a dinner meeting at the 
Innes Tea Room January 5. Monte S. Kitchen was toastmaster. 
The resolutions adopted by the Associated Traffic Clubs of Amer- 
ica at Richmond were discussed. A. M. Corp led the discussion 
on the Parker bill and D. L. Mullen, on the Hoch-Smith reso- 
lution. The new officers were installed and there was a program 
of entertainment. 

The Traffic Club of Denver has ratified the resolution per- 
taining «o industrial waste adopted by the Associated Traffic 
Clubs of America at Memphis and the resolution pertaining to 
the Hoch-Smith resolution adopted at Richmond. The monthly 
meeting will be held at the Chamber of Commerce January 18. 
Ek. F. Flynn, assistant to vice-president and general counsel, 
Great Northern, will be the principal speaker. The Denver 
Purchasing Agents’ Association will meet with the club. The 
annual meeting will be held at the auditorium of the Denver 
Union Stock Yards February 10. 





The Transportation Club of St. Paul held a ‘Presidents’ 
Day,” in honor of ex-presidents of the club, at the Saint Paul 
Hotel January 3. 

Charles C. Paulding, vice-president, New York Central, will 
be the principal speaker at the fifth annual dinner of the Bridge- 
port Traffic Association at the Stratfield Hotel January 16. 
H. J. Benzie, president of the association, will preside, with 
A. E. Lavery, vice-president, Bridgeport Hydraulic Company, as 
toastmaster. Mr. Paulding will speak on “The Public and the 
Railroads.” There will be a program of entertainment. 





The Traffic Club of Philadelphia will hold its twentieth 
annual dinner at the Bellevue-Stratford January 10. Dr. John 
L. Davis, of New York, will be the principal speaker. Music 
will be furnished by the Temple Glee Club, of Philadelphia, and 
the Pennsylvania Railroad Altoona Works Band. 





Ross C. Bray, newly elected president of the Pacific Traffic 
Association, has appointed the following chairmen of commit- 
tees: Entertainment, Ralph Bybee, foreign freight agent, Mc- 
Cormick Steamship Company; express, parcel post and aerial 
transportation, G. Peck, traffic manager, Emporium; education, 
W. C. Fitch, freight claim agent, Southern Pacific; highway trans- 
portation and rates, J. F. Vizzard, manager, Draymen’s Associa- 
tion; legislation, W. C. Hubner, traffic manager, A. M. Castle & 
Co.; reception, Geo. A. Culbert, traffic manager, Pacific States 
Electric; publicity, E. M. Stuart, chief clerk, Luckenbach Steam- 
ship Company; railway transportation and rates, D. C. Wilkins, 
contracting freight agent, Western Pacific; speakers and papers, 
Harry A. March, district freight agent, McCormick Steamship 
Company; and steamship transportation and rates, James H. 
Todd, assistant general freight agent, Sudden & Christenson. 





The Milwaukee Traffic Club will hold its twenty-third an- 
nual dinner at the New Pfister January 25. Fred R. Zimmer- 
man, governor of Wisconsin, will be the principal speaker. 
Arthur H. Lord, rector of St. James Church, will give the in- 
vocation and Patrick T. Bowler will be toastmaster. Ten-minute 
talks will be made by visiting railroad presidents. There will 
be music and entertainment. 





The Motor City Traffic Club will hold its annual dinner at 
the Book-Cadillac Hotel January 16. The speaker will be Har- 
vey J. Campbell, vice-president and secretary of the Detroit 
Board of Commerce, with Edgar A. Guest, Detroit’s well-known 
poet and philosopher, as the guest of honor. 





Representative Parker, chairman of the House committee 
on interstate and foreign commerce, discussed the subject of 
railroad consolidations and proposed consolidation legislation 
in an address before the Traffic Club of New York December 
30. His remarks were along the line of those made in an ad- 
dress recently before the American Short Line Railroad Asso- 
ciation. 





The monthly meeting of the Traffic and Transportation Asso- 
ciation of Pittsburgh was held in the Chamber of Commerce 
auditorium January 6. The association was host to William B. 
Stout, president of the Stout Air Services, Detroit, an executive 
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of the Stout All Metal Aeroplane Division of the Ford Motor 
Company, who accompanied Mrs. Lindbergh on her trip to Mex- 
ico. He addressed the association on “Aviation as a Trans 
portation.” This being Mr. Stout’s first public appearance since 
his return from Mexico, an open meeting was declared, and 
the public invited to attend, in the interest of aviation. The 
evening was brought to a close by motion pictures of the 
assembling of the model “A,” the new Ford car. 





The Traffic Club of Detroit will hold a ladies’ bridge party 
at the Statler Hotel Thursday afternoon, January 12, with the 
following committee in charge: Mrs. J. H. Myler, chairman; 
Mrs. Henry Shearer, Mrs. Geo. Barnes, Mrs. Gordon O’Day, Mrs. 
K. A. Moore, Mrs. Arthur Maedel, Mrs. W. J. Dibble, Mrs. J. W. 
Hill, Mrs. N. D. Hoke, Mrs. J. L. McKee. 

The speakers at the twentieth annual dinner of the Traflic 
Club of Philadelphia January 10 will be Sir Henry W. Thornton, 
chairman and president, Canadian National; J. A. Emery, gen- 
eral counsel, National Association Manufacturers, and Dr. John 
L.. Davis. 

The Columbus Transportation Club will hold a dinner meet- 
ing at the Elks Country Club January 16. 





Elmer L. Goldsmith, patent attorney, addressed the weekly 
luncheon meeting of the Indianapolis Traffic Club at the Severin 
Hotel January 5. His subject was “Unfair Competition.” 
Farewell honors were paid A. D. Pendleton, member of the club, 
who retired as division freight agent of the Pennsylvania, at 
Indianapolis, January 1. Dallas Galbraith, traveling freight rep- 
resentative of the Pennsylvania, sang several baritone solos, 
accompanied by his sister, Miss Mary Ellen, at the piano. Out 
of town guests included Joseph E. Griffin, division freight agent, 
Pennsylvania, Terre Haute, Ind., and Edward Plummer, division 
freight agent, Pennsylvania, Richmond, Ind. Lawrence K. Helm, 
president of the club, announced that the nominating committee 
for the “Regular” ticket had chosen Harry W. Truitt, traffic 
manager, Bemis Brothers, Bag Company, as nominee for second 
vice-president, in place of C. J. Pearson, who declined the nom- 
ination. The annual election will be held at the Hotel Severin 
Roof Garden January 26. 





LUMBER SHIPMENTS 

The Christmas holiday week, with one less operating day, 
resulted in a sharp curtailment of the lumber movement, said 
the National Lumber Manufacturers’ Association, reviewing 
telegraphic reports from 397 mills, of which 314 were softwood 
and 83 hardwood. Production, shipments and new business 
were much below those of the preceding week, but, on the other 
hand, they were, apparently, about level with the record of the 
corresponding week of 1926. 

The softwood mills showed less decrease in new business, 
compared with the previous week, than in shipments and pro- 
duction; the last showing the heaviest decline of all. Compared 
with the corresponding week of 1926, there was a very slight 
falling off in new business and a small decline in both shipments 
and production. 

The hardwood mills, apparently, experienced considerable 
contraction of orders, as compared with the previous week, and 
shipments and production also fell off notably. Taking into 
consideration the smaller number of mills reporting last week, 
it appeared that the order file was about as large as a year 
ago, with a slight reduction in shipments and production. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

TUN a wocasrere $14 83 309 107 305 75 

Production 119,963 6,940 111,446 10,442 181,346 8,270 

Shipments ..... 134,058 7,813 127,165 12,979 185,37 9,189 
Orders (New 

Ce eee 141,000 8,414 143,211 10,648 169,869 13,716 





ENGINEERS’ ARBITRATION CASE 


Hearings were begun this week in Washington before a 
board of arbitration on the request of the Brotherhood of Loco- 
motive Engineers for an increase of 15 per cent in the wages of 
locomotive engineers employed on the leading southeastern rail- 
roads. The board of arbitration’is composed of Walter P. 
Stacey, chief justice of the Supreme Court of North Carolina; 
and Leslie M. Shaw, formerly Secretary of the Treasury, the 
neutral arbitrators selected by the Board of Mediation; J. J. 
Pelley, president of the Central of Georgia; and W. J. Jenks, 
vice-president of the Norfolk & Western, representing the car- 
riers; Alvanley Johnston, grand chief engineer, and S. H. Huff, 
assistant chief engineer, of the Brotherhood of Locomotive En- 
gineers, representing the employes. 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 


.. to the whole 
wide world. safe 
in Bags ....... 
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ig 
;/ 
Fy 
/ 
f 
ke / FTERa year's pene st, using b 
} bags for their shipments, the Permutit Co 
Pt i Brooklyn, has adopted Bemis Bags exclusively. 
ae Until the Fall of 1925 they used barfels only / During 1926 We 
/ 
a A ib about half their output was shipped)in bags. In 1927 they 
S vs. shipped their entire output in Bemis Bygs — to every civi- Bag Factories 
lized country on the globe. ptt 
OMAHA 


; ae NEW ORLEANS 
Permutit product is a very fine granular substance, weighing NEW ORLEANS | 


{ i NAPOLIS 
110 pounds to the cubic foot, which must be kept dry. — 


KANSAS CITY 


Can your product be shipped in Bemis Bags—safely ~at tn 


ing? 1: , it in 1 HOUSTON 
a saving? To find out, just ship us one unit in its usual HOUSTON 

’ dies ' é' oe 
container. We will ship it back to you in a Bemis Bag, or BUFFALO 


tell you honestly if it can’t be done. And no obligation on WARE SHOALS,S.C 


Cotton Mills 
ST. LOUIS 
INDIANAPOLIS 


BEMIS BRO. BAG CO. , Address: Gen’! Sales Offices, ST. LOUIS, U.S.A. BEMIS, TENN. 


Bleachery 
INDIANAPOLIS 


Paper Mill 
PEORIA 
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- 19310. Sub. No. 10. 


- 19926. 


. 20360. Sub. No. 6. 


. 20363. Sub. No. 2. 


. 20364. Sub. No. 1. 


. 20364. Sub. No. 2. 


. 20388. 


No. 


- 20390. 


- 20394. The Nebraska Seed Co., Omaha, Neb., vs. C. B. & Q. 


No. 


. 20396. Charles Dreifus Co. et al., Pittsburgh, Pa., vs. 


THE 





Digest of New Complaints 





16300. Sub. No. 5. Armstrong Packing Co. et al., Dallas, Tex., vs. 
Abilene & Southern et al. 

Unreasonable rates and charges on cottonseed oil from all points 
in Texas to all points in New Mexico, Colorado, Wyoming, Mon- 
tana and all states west thereof. Asks rates for future and rep- 
aration. 
18970. Sub. No. 5. Black, Sivalls & Bryson, 

Okla., vs. Santa Fe et al. : 

fates and charges in violation of first three sections of the 
act; on iron and steel tank material from Gary, Ind., to Artesia, 
N. M. Asks rates for future and reparation. 

W. D. Hall, Atlanta, Ga., vs. Atlanta & West 


Inc., Bartlesville, 


Point et al. 

Inapplicable and unreasonable rates on cottonseed shavings from 
points in the Carolinas and Georgia to points in Delaware, Con- 
necticut, South Carolina and Georgia. Asks cease and desist 
order and reparation. ; 
Sub. No. 2. Axtell Co., Fort Worth, Tex., vs. Santa Fe 
et al. 

Unreasonable rates and charges on windmills and windmill parts 
from points in Wisconsin to points in Texas. Asks rates for 


future and reparation. 


. 20018. Sub. No. 1. Skelly Oil Co., Tulsa, Okia., vs. Santa Fe et al. 


Unreasonable rates and charges on wrought iron or steel pipe, 
k. d. steel tanks, k. wooden tanks, oil well supplies and oil 
well drilling outfits between points in Arkansas, Kansas, Okla- 
homa and Texas. Asks rates for future and reparation. 


. 20328. Sub. No. 1. Okemah Wholesale Grocery Co., Okemah, Okla., 


vs. Santa Fe et al. 

Unreasonable rates on salt from Hutchinson, Kan., to Okemah, 
Okla. Asks reparation. Ew aed 
Amicon Fruit Co., Columbus, O., vs. N. Y. C. 
et al. 

Rates in violation of sections 1 and 4 of the act, on cabbage 
from Spencerport, N. Y., to Williamson, W. Va. Asks rates for 
future and reparation. : ree: 
Williamson (W. Va.) Grocery Co. vs. N. Y. C. 
et al. 

Rates in violation of sections 1 and 4 of the act, on evaporated 
apples from Red Creek, N. Y., to Williamson, W. Va. Asks rates 
for future and reparation. : 
Olive Hill (Ky.) Limestone Co., Inc., vs. C. 
& O. et al. 

Rates in violation of sections 1 and 6 of the act, on crushed 
stone from Atlas, Ky., to Dana, Cedar Grove and Falls View, 
W. Va. Asks rates for future and reparation. 

Same vs. B. & O. et al. 

Same complaint and prayer as to crushed stone from Atlas, 

Ky., to Clendennin, W. Va. 


. 20387. Norfolk Tidewater Terminals, Inc., Norfolk, Va., vs. C. & 


O. et al. 

Alleges that C. & O. imposes higher aggregate through rates 
and charges on interstate, coastwise, intercoastal and foreign com- 
merce moving to and from points on C. & O. in Virginia, West 
Virginia, Kentucky, Ohio, Indiana and Illinois, when transshipped 
at and handled through the Norfolk Tidewater Terminals at Nor- 
folk than are contemporaneously imposed on like and similar traf- 
fic moving to and/or from the same points when transshipped at 
and handled through the port of Newport News, in violation of 
sections 1 and 3 of the act. Asks Newport News rates. 

United Iron & Metal Co., Inc., et al., Baltimore, Md., vs. 
B. & O. et al. 

Unreasonable rates and charges on ooeng, fren from Richmond, 
Norfolk, Portsmouth and Newport News, Va., to Baltimore, Md. 
Asks rates for future and reparation. 

20389. Federated Metals Corporation, New York City, vs. Penn- 
sylvania et al. ‘ 

Rates in violation of first three sections of the act, on zinc 
sulphate from Pittsburgh, Pa., to Chicago, Ill., Cleveland, O., 
Philadelphia, Pa., Trenton, N. J., and Brooklyn, N. Y. Asks rates 
for future and reparation. 

Atlantic Coal Tar Distillates, Bayway, N. J., vs. Penn- 
sylvamia et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on crude napthaline and sludge from Philadelphia, Pa., Buf- 
falo, N. Y., Youngstown, O., Swedeland, Pa., and New Haven, 
Conn., to Bayway, N. J. Asks rates for future and reparation. 


- 20391. The Pure Oil Co., Chicago, Ill., vs. Santa Fe et al. 


Unreasonable rates on iron and steel tanks, k. d., material, 
wrought iron and steel pipe, oil well outfits, etc., between points 
in Arkansas, Kansas, Louisiana, Oklahoma and Texas. Asks rates 
for future and reparation. 


- 20392. The Atlas Portland Cement Co., New York City, vs. South- 


ern. 

Unreasonable charges on portland cement from Leeds, Ala., to 
port of Mobile, Ala., transshipped by water to points in Florida. 
Asks reparation. 


20393. The Capitol City Stoneware Co., Indianapolis, Ind., vs. 
Pennsylvania. 
Rate in violation of first three sections of the act, on stone- 


ware and flower pots from Roseville, O., 


to Gary, Ind. 
for future and reparation. 


Asks rate 


et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
sweet clover seed from points in Minnesota and North Dakota to 
Omaha, Neb. Asks rates for future and reparation. 


20395. Pacific Cottonseed Products Corp, and San Diego Oil Prod- 
ucts Corporation, successor, San Diego, Calif., vs. Inter-California 
Railway et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
cottonseed from Calexico, Calif., and Mexicali, Baja California, 
to Potash, Calif. Asks reparation. 

Pennsyl- 
vania. 

Unreasonable charges on scrap iron and articles taking same 
rates between Carnegie, Pa., and Weirton, W. Va., and Steuben- 
ville, O. Asks rates for fuutre and reparation. 

_— Phillips Petroleum Co., Bartlesville, Okla., vs. Santa Fe 
et al. 

_ Unreasonable rates and charges on gas engines and compressors 
from points in New York, Pennsylvania, West Virginia, Ohio, 
Arkansas and Oklahoma to points in Arkansas, Kansas, Okla- 
homa, Texas and New Mexico. Asks rates, charges and minimum 
weights for future and reparation. 
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No. 20403 


No. 


No. 


. 20401, 


- 20402. 


. 20404. Hirsch Lumber Co. et al., New York, N. Y., vs. 


- 20409. 


Vol. XLI, No. 1 


— Great Western Oil Co., of Cleveland, O., vs. C. & N. W. 
et al. 

Rates in violation of section 6 of the act, on gasoline from 
Casper, Wyo., to Indianapolis, Ind. Asks reparation. 

20399. Aaron Ferer & Sons et al., Omaha, Neb., vs. Belt Railway 
of Chicago et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on old or used cotton batting and/or rags from Omaha, Neb., 
to Denver, Colo., Detroit, Mich., and St. Louis, Mo. Asks rates 
for future and reparation. Cait 

alif., vs. 


Globe Cotton Oil Mills et al., 
Arizona Eastern et al. 

Unreasonable rates and charges on cottonseed oil from Tucson, 
Phoenix and Mesa, Ariz., to Los Angeles and other Califoria 
points. Asks reparation. 

20401. Anthony Salt Co., Anthony, Kan., vs. 
terurban et al. 

Unreasonable rates on salt from 
Oklahoma. Asks reparation. 

Sub. No. 1. Farmers’ Trading Association et al., Morrison, 
Okla., vs. Same et al. 

Same complaint and prayer as to salt from Kansas producing 
points to various points in Oklahoma. 

The Perkins Oil Co., Inc., Portsmouth, Va., vs. Frisco et a! 

Charges in violation of sections 1 and 6 of the act, on cotton- 
seed from points in Arkansas and Missouri to Memphis, Tenn 
Asks reparation. 

. Russell Oil Co., Inc., Billings, Mont., vs. C. B. & Q. et al. 

Charges in violation of sections 1 and 3 of the act, on petroleum 
crude oil from Osage, Wyo., to Butte, Mont. Asks rate for future 
and reparation. 


Los Angeles, 


Arkansas Valley In- 


Anthony, Kan., to points in 


Southern 
et al. 

Charges in violation of sections 1 and 6 of the act, on lumber 
from Lamison and Fulton, Ala., to Florida points. Asks repara- 
tion. 

20405. Swift and Co. et al., Chicago, Ill., vs. M.-K.-T. et al. 

Rates in violation of section 6 of the act, on dressed poultry 
from Waco and other Texas points to points in Massachusetts, 
New Jersey, Maine and New York. Asks reparation. 

20406. Virginia-Carolina Chemical Corporation, Richmond, Va., 
vs. Butte, Anaconda & Pacific et al. 

Rates in violation of sections 1 and 3 of the act, on phosphate 
rock, acidulated, from Charleston, S. C., to points in Ohio, In- 
diana, Michigan and Illinois, as compared with rates from Ana- 
conda, Mont., to same destinations. Asks cease and desist order. 


. 20407. Peru Plow & Wheel Co., Peru, Ill., vs. C. & N. W. et al. 


Rates and charges in violation of sections 1 and 3 of the act, 
on lumber from Kenosha, Wis., to La Salle, Ill. Asks rates for 
future and reparation. 


. 20408. Swift and Co., Chicago, Ill., vs. L. A. & S. L. et al. 


Unreasonable rates on cheese from points in Wisconsin and IIli- 
nois to points in Oregon, Washington and California. Asks rates 
for future and reparation. 


é ae Paper Co. et al., New York, N. Y., vs. B. & 
. et al. 

Unreasonable rates and charges on imported china clay from 
Baltimore, Philadelphia, New York, Boston or Portland to points 
in New York, New Hampshire, Vermont, Maine and Massachus- 
etts. Asks rates for future and reparation. 


20410. State of Idaho, ex rel., Public Utilities Commission of 
Idaho, Boise, Ida., vs. Oregon Short Line et al. 

Rates in violation of first three sections of the act, on salt from 
Utah salt fields to points in Idaho. Asks rates for future. 


20411. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on gas oil and fuel oil from El 
Dorado, Kan., to Red Cloud and Franklin, Neb. Asks rates for 
future and reparation. 
~_— Fulton Bag & Cotton Mills, 
et al. 

Rates in violation of first three sections of the act, on used 
burlap bags from Cincinnati, O., Louisville, Ky., Lexington, Ky., 
Evansville, Ind., Cairo, Ill., and Paducah, Ky., to Atlanta, Ga. 
Asks rates for future and reparation. 


Atlanta, Ga., vs. Southern 


. 20413. Hudson Motor Car Co., Detroit, Mich., vs. Detroit, Grand 


Haven & Milwaukee et al. 

Rates and minimum weight in violation of first four sections 
of the act, on mallealbe iron castings and rough iron forgings 
from Cudahy and Milwaukee, Wis., to Detroit, Mich. Asks rates 
and weights for future and reparation. 


No. 20414. Traffic Bureau, Chamber of Commerce, Aberdeen, S. D., 
et al. vs. Great Northern et al. 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from International Falls and other points in Minnesota to 
Aberdeen, S. D. Asks rates for future and reparation. 

No. 20415. State of Idaho, ex rel, Public Utilities Commission of 
Idaho, Boise, Ida., vs. Oregon Short Line et al. 

Rates, fares and charges in violation of sections 1 and 3 of 
the act. Asks a series and system fo rates between all points in 
Idaho, Nevada and California located on any of the lines or 
branch lines of defendants, or either of them that will be just 
and equitable and not in excess of rates and charges charged 
according to equal distances by other common carriers transport- 
ing a like commodity to or from San Francisco and to or from 
designated points in Idaho. 

No. 20416. Harry Abels, Healdton, Okla., vs. Santa Fe et al. 

Unreasonable rates on wrought iron pipe from points in Kansas 
to Healdton, Okla. Asks rates for future and reparation. 

No. 20417. The Polk Co., Haines City, Fla., vs. A. C. L. et al. 

Charges in violation of sections 1, 3, 4 and 6 of the act, on 
Canned grapefruit from Haines City, Fla., to Pittsburgh, Pa. 
Asks rates for future and reparation. 

No. 20418. Spikes Bros. et al., Dalworth, Tex., vs. Santa Fe et al. 

Unreasonable rates on broom corn from Oklahoma points and 
Texas points to points in Texas. Asks rates for future and 
reparation. 

No. 20419. Moore Bros. Electric Co., Dallas, Tex., vs. Santa Fe et al. 


Unreasonable rates on pig lead and antimonial lead from On- 
tario, Okla., and on dry red lead, sublimed lead and dry litharge 
from Joplin, Mo., to Dallas, Tex. Asks rates for future and rep- 


aration. 
No. ~— Hardaway Contracting Co., Columbus, Ga., vs. A. CG. I. 
et al. 
Unreasonable rate _on second-hand rail and railway track ma- 
terial from Albany, Ga., to Norfleet, Fla. Asks reparation. 
No. a Republic Creosoting Co., Indianapolis, Ind., vs. B. & © 
et al. 
Unreasonable rates on creosote oil from Indianapolis, Ind., t» 
Norfolk, Va. Asks rates for future and reparation. 
No. 20422. U. S. Bedding Co., Memphis, Tenn., vs. Frisco. 
Rates and charges in violation of sections 1. 3 and 4 of the 


act, on cotton from all producing points on defendant’s line in 


on 
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When a railroad, or an automobile, or anything else for that matter, 
becomes so well known that it is a national institution, it & quite 
the fashion to tell “little stories” about it. ¥ 


Being almost a hundred years old, and the first real trunk line railroad 
system in the United States to be operated under one management, 
it is not strange that a good many “little stories” have been told 
about the Erie. 


In this series of advertisements we are going to tell you some “little stories” 
about the Erie, quite different than you have been accustomed to 
hearing. 

Watch for them. In the meantime, you’ll be pleased and satisfied when you 
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The ERIE enters NEW YORK 
at the Front Door 
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Tennessee, Mississippi and Alabama to Kansas City, Mo. Asks 
rates for future and reparation. 
- 20423. Bryant Paving Co., Water!oo, Ia., Cc. B..& ©. al. 

Rates and charges in violation of weckioun 1 and 6 of the act, 
on second-hand paving outfit and auto truck from Waterloo, la., 
to Dermott, Ark., reconsigned to Readland, Ark. Asks reparation. 
20424. Philipp Bros. , Inc., New York City, vs. Long Island et al. 

Rates in violation of first three sections of the act, on cullet or 
broken glass from stations on Long Island R. R. to Newark and 
other New Jersey points. Asks rates for future and reparation. 
5 og Cicero Smith Lumber Co., Fort Worth, Tex., vs. Santa Fe 
et al. 

Unreasonable rates on coal from points in Colorado to points in 
Texas. Asks rates for future and reparation. . 
. 20434. Southern Pine Association, New Orleans, La., vs. Christie 

& Eastern et al. 

Unreasonable rates on lumber between points in Arkansas, Lou- 
isiana, Oklahoma and Texas on one hand and points in Illinois 
and Missouri on other hand. Asks cease and desist order and rea- 
sonable rates. 

. 20426. Salina (Kan.) Chamber of Commerce et al. vs. Arkansas 
Western et al. 

Unreasonable rates on lump coal from points in Arkansas and 

Oklahoma to Salina, Kan. Asks rates for future and reparation. 
. 20427. N. Riskin and Son, Passaic, N. J., vs. Erie et al. 

Rates in violation of sections 1 and 4 of the act, on coke from 
Ensley, Ala., to Passaic, N. J. Asks rates for future and repara- 
tion. 

. 20428. Saco-Lowell Shops, Boston, Mass., vs. New Haven et al. 

Unreasonable rates on core sand from Davisville, Harbor Junc- 
tion Wharf (Providence), R. I., and Bellefonte, R. I., to Lowell, 
Mass., and Biddeford, Me. Asks rates for future and reparation. 

. 20429. Enterprise Wheel & Car Corporation, Bristol, Va.-Tenn., 
vs. Southern et al. 

Unreasonable rates and charges on mine cars from Bristol, 
Tenn., to points in the Hazard and Harlan coal fields on the L. 
& N. Asks rates for future and reparation. 

" — Bluefield (W. Va.) Produce & Provision Co. vs. N. Y. C. 
et al. 

Rates in violation of sections 1 and 4 of the act, on apples from 
Middleport, N. Y., to Bluefield, W. Va. Asks rates for future and 
reparation. 

. 20430. Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to apples from Albion, 
N. Y., to Bluefield, W. Va. 

. 20431. — County Wholesale Co., Welch, W. Va., vs. N. 
¥..¢c et al. 

Rates in violation of sections 1 and 4 of the act, on dried beans 
from Attica, N. Y., to Welch, W. Va. Asks rates for future and 
reparation. e 

Fae McDowell County Wholesale Co. Welch, W. Va., vs. N. 

- €. Ct al, 

Rates in violation of sections 1 and 4 of the act, on kraut juice 
in metal cans from Phelps, N. Y., to Welch, W. Va. Asks rates 
for future and reparation. 
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No. 20433. lat Top Grocery Co., Bluetield, W. Va., vs. N. Y. C. et al. 

Rates in violation of sections 1 and 4 of the act, on canned 

fruits and vegetables from Canandaigua, N. Y., to Bluefield, W. 
Va. <Asks rates for future and reparation. 


COMMISSION ON COMMUNICATIONS 

Senator Couzens, of Michigan, has introduced a bill (S. 2041) 
to provide for the regulation of the transmission of intelligence 
by wire or wireless. The bill provides for the creation of a 
commission on communications of five members that would have 
jurisdiction now vested in the Radio Commission and the Inter- 
state Commerce Commission with respect to radio and telegraph 
and telephone companies, respectively. Senator Couzens said 
that while the Commission now had authority to regulate tele- 
graph and telephone companies, the railroad problem was so 
difficult that the Commission had been unable to give attention 
to telephone and telegraph companies and their practices. 


TELEPHONE COMPANY EARNINGS 


In the ten months ended with October, large telephone 
companies had an aggregate operating income of $193,215,902, 
as compared with $174,168,687 in the same period of 1926, an 
increase of 10.9 per cent, according to the monthly statement 
prepared by the bureau of statistics of the Commission from 
report of companies having annual operating revenues above 
$250,000. In October the operating income was $20,439,400, an 
increase of $1,203,890, or 6.38 per cent, as compared with Octboer, 
1926. The number of company stations in service at the end of 
October was 14,589,504, an increase of 775,909, or 5.6 per cent, as 
compared with the number in October, 1926. 


CHANGES IN DOCKET 

Hearing in No. 20049, Jefferson Woodworking Co., Inc., vs. 
L. & N. R. R., assigned for January 6, at Asheville, N. C., before 
Examiner McChord, was postponed to a date to be hereafter 
fixed. 

Hearing in No. 19907, Western Carolina Shippers’ Assn. 
et al. vs. A. C. L. R. R. et al., and portions of fourth section 
applications Nos. 1625 and 1780, 2055, 2060, 2063, and 1548, as- 
signed for January 7, at Asheville, N. C., before Examiner 
McChord, was canceled. 


Docket of the Commission 


NOTE—lItems In the Docket marked with an asterisk (*) are new 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


come 9—Asheville, N. C.—Examiner McChord: 
19898—Western Carolina Shippers’ Assn et al. vs. A. S. Ry. et al. 
Portions Fourth Section Application Nos. 542, 3965, 1952 and 1548. 
20052—Western Carolina Shippers’ Assn. et al. vs. N. & W. Ry. et al. 
20148—Western Carolina Shippers’ Assn. et al vs. Sou. Ry. Co. 


Jones a 9—Washington, D. C.—Director Mahaffile and Examiner 
olster: 

Finance No. 5690—Application N. Y. C. R. R. for authority to ac- 
= control by lease of the railroads of the Cleveland, Cincinnati, 

go and St. Louis Ry., the Michigan Central R. R. and Chi- 
cago, Kalamazoo & Saginaw Ry. 

Finance No. 5688—Application C. C. C. & St. L. Ry. for authority 
to acquire contro] by lease of the railroads of the Cincinnati 
Northern R. R., the Evansville, Indianapolis and Terre Haute Ry. 
(Further hearing.) 


January 9—St. Paul, Minn.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
es yen National Live Stock Assn. et al. vs. A. T. & S. F. 
y.e 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et wg 
15686—American Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 


et al. 

a ee City Live Stock Exchange et al. vs. A. T. & S. F. 

y. et al. 

16131—Healy & Co. vs. A. T. & S. F. - s et al. 

19042 (and Sub. 1)—D. G. Vick et al. vs. T. & S. F. Ry. et al. 

ao Livestock Shippers’ Arrame Assn. vs. Gt. Nor. 

y. et al. 

19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 

19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 

. §. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 

= 

&. . 2965—Cancellation of Rate and Restriction of Combination 
PRS on Stock Cattle. 

20224—George C. Abel et al. vs. A. & S. Ry. et al. 

January 9—Washington, D. C.—Examiner Brinkley: 

Valuation No. 304—In re tentative valuation of the property of Yo- 

semite Valley R. R. 
January 9—Washington, D. C.—Examiner Weems: 
19887—Allendale Grocery Co. vs. A. C. L. e R. et al. 
20019—Allendale Grocery Co. vs. C. & W. C. Ry. et al. 


January 10—Cincinnati—Examiner Davis: 
Finanee No. 6618—In the Matter of the Application of the C. N. 
& T. P. Ry. for authority to modify and extend its lease of the 
Cincinnati Southern Ry. 
January 10—Chicago, Ill.—Examiners Mackley and Hall and Commis- 
sioner Meyer: 
1. & S. 3038—Transit Grain and Grain products Oklahoma to Louisi- 
ana. 


sare’ | 11—Indianapolis, Ind.—Examiner Harris: 
1. & S. 3030—Fertilizer from Jeffersonville and New Albany, Ind., and 
Louisville, Ky., to Evansville, Ind. 


January 11—Argument at Washington, D. C.: 
a a ae Corporation Commission et al. vs. A. T. & S. F. Ry. 
et al. 
16412—Rates on Powder and High Explosives in carloads, within 
state of Arizona. 
14687—Apache Power Co. vs. Ariz. Eastern R. R. et al. 
January 11—Chicago, Ill.—Commissioner Campbell and Examiners Faul 
and Wilbur: 
19610—Switching rates in the Chicago Switching District. 
1. & S. 2900—Switching rates between points in the Chicago and 
Chicago Heights Districts. 
20006—Illinois Slag and Ballast Co. vs. C. W. P. & S. R. R. et al. 


January 12—Elko, Nev.—Public Service Commission of Nev.: 
Finance No. 6564—A pplication of Western Pacific R. R. for ‘ suthecity 
to construct an extension of its line at Wells, Elko county, Nev. 
January 12—Waco, Tex.—Examiner Griffin: 
1. & S. 3034—Transit arrangements at points on the Missouri-Kansas- 
Texas R. R. Co. of Tex. 
January 12—Atlanta, Ga.—Examiner McChord: 
19759—L. E. Holloway & Co. vs. A. B. & A. Ry., B. L. Bugg, re- 
ceiver, et al. 
19929—-W. B. Roddenbery et al. vs. A. C. L. R. R. et al. 
January 12—Argument at Washington, D. C.: 
11446—The Northern West Virginia Coal Operators’ Assn. vs. Penn. 
R. R., director general, as agent, et al. 
18089—The Niles Fibre Brick Co. vs. Pennsylvania R. R. 


January 13—Monticello, Ind.—Examiner Harris: 
20104—Farmers Elevator Co. et al. vs. C. I. & L. Ry. 


January 13—Atlanta, mae age ag McChord: 
20087—The Warren Co. vs. & W. P. R. R. et al. 
20137—Knight-Luttrell Iron Bo! vs. Southern Ry. et al. 

January 13—Argument at see Bp. <2 
17006—Upson Co. vs. A. A. R. R. et al. 
18958—Dallas Sash & Door Co. et al. vs. T. & S. F. Ry. et al. 
15234—In the Matter of Divisions of Freight Rites in Western and 

Mountain-Pacific territories. 


January 14—Atlanta, Ga.—Examiner ae 
20226--Southern Wood Products Co. vs. MI. . R. R. et al. 


January 14—Argument at Washington, D. ;' 
17778—Parkersburg Rig & Reel Co. vs. C. 
16472—-Parkersburg Rig & Reel Co. vs. M.- 
16482—Parkersburg Rig & Reel Co. vs. M.- 
16523—Parkersburg Rig & Reel Co. vs. T. 
17212—Parkersburg Rig & Reel Co. vs. a 
18697—Parkersburg Rig & Reel Co. vs. A. 
hee 2” eee Association of South yea 

eta 


soasy 16—Peoria, Ill.—Examiner Harris: 


& S. 321—Window Shade and Curtain Fixtures, Cordage and 
Rope between points in Illinois territory and adjacent territories. 


. et al. 
. of Tex. et al. 


Ports vs. "A. 


Januar: 
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You ave the Owner... 


You are the owner of all For to travel over the freshed—safe, and on time. 
the beauty that your car smooth rails of The Che- Sudden storms, muddy roads, 
window frames. Height of sapeake and Ohio is to treacherous skids—these 
peak, shadow of valley, arrive at a destination re- fears of some who travel, 


stretch of meadow— 
The Chesapeake and 
Ohio presents to you 
a new picture every 
minute. Possess it,en- 
joy it in comfort and 
security, with the 
assurance that the 
unfolding landscape 
brings you ever closer 
to your journey’s end. 





The passenger agents of the Chesapeake 
and Ohio as well as the army of others 
who man 


“The Road of Service’ 


are at your command and await the oppor- 
tunity of serving you. 
T. H. Gurney, G. P. A., Richmond, Va. 
GEO. COOMBS, A. G.P. A., Cincinnati, 0. 


J. B. EDMUNDS, General Agent, 
Washington, D. C. 


F. E. LANDMEIER, W. P. A., 
320 N. Broadway, St. Louis, Mo. 


O. N. SPAIN, G.E.P.A., 
299 Broadway, New York City 


are never known to 
one who entrusts his 
journey to The Che- 
sapeake and Ohio. A 
sense of comfort and 
security, as well as a 
panorama unexcelled in 
its variety and beauty 
are all yours when 
you travel via “The 
Road of Service.” 


Th CHESAPEAKE ¢ OHIO 
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January 16—Fargo, N. D.—Examiner Fleming: 

20337—Leonard, Crosset & Riley, Inc., et al. vs. 
Term. Ry. et al. 

January 16—Brownsville, Tex.—Examiner Griffin: 
20106—McDavitt Bros. et al. vs. A. T. & S. F. Ry. et al. 

January 16—Westfield, N. Y.—Examiner Fuller: 
ee & Erie Grape Growers’ Co-operative Assn., Inc., 

et al. vs. Erie R. R. et al. 

January 16—Atlanta, Ga. —Examiner McChord: 
19938—International Agricultural Corp. et al. vs. I. C. R. R. et al. 
20215—International Agricultural Corp. vs. S. A. L. Ry. et al. 

January 16—Argument at Washington, D. C.: 
13832—Gulf Coal Co. vs. Virgn. Ry. et al. 
14454— Wyoming Coal Co. et al. vs. Virgn. Ry. et al. 
14498—Ragland Coal Co. vs. Virgn. Ry. et al. 
14831—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. 

January 17—Atlanta, os —Examiner McChord: 

18087 (and Sub. Nos. .% . — )—George C. Speir & Co., Inc., et 
al., va. A. & W.:P. R. 

19310 (and Sub. Nos. 1 a 8. * a. )—W. D. Hall vs. A. C. L. R. R. 


Aransas Harbor 


et al. 
a ee”, C. Speir & Co., Inc., vs. M. & O. R. R. et al. 
19618 (and 1)—Malone and McMillen, Inc., vs. S. A. L. Ry. 
aoe C. Speir & Co., Inc., vs. > a Ry. et al. 
19658—George C. Speir & Co., Inc., ‘ie V. S. & P. Ry. et al. 
* 19310 (Sub. 9)—W. D. Hall Vs. A. C. » BR. R. o= al. 


January 17—Argument at Washington, 4 C.: 


19459—State of Idaho Ex Rel. Public Utilities Commission of Idaho 
vs. O. S. L. R. R. et al. 
19379—Roberts Construction Co. vs. C. B. & Q. R. R. et al. 


19264—Union Sanitary Works vs. A. & S. Ry. et al. 
19574—-Gilliland Oil Co. of N. M. vs. A. T. & S. F. Ry. et al. 
January 17—Savannah, Ga.—Assistant Traffic Director Pitt and Ex- 
aminer Boat: 
Fourth Section Application No. 2040 et al. 
Fourth Section Application No. 11406. 
Fourth Section Application No. 13262. 
Fourth Section Application No. 13187. 
(Further hearing.) 
ary | 18—Ft. Worth, Tex.—Examiner Peterson: 
1. & S. 3012—Petroleum and petroleum products from the Southwest 
to the Southeast. 
January 18—Galveston, Tex.—Examiner oe: 
19879—Texas Sugar Refining Co. vs. B. S. 
January 18—Galesburg, Ill.—Examiner Ade 
19967—Valley Grain co., Inc., va. C. C. Cc. & St. L. Ry. et al. 
January 18—Argument at Washington, D. C.: 
— oe & McDonald, Inc., vs. Mansfield Hardwood Lum- 
er Co. eta 
18578—Empire Refineries, Inc., vs. A. & L. M. Ry. et al. 
18819 (and Sub. 1)—Athletic Mining & Smelting %Go, et al. vs. A. T. 
& S. F. Ry. et al. 
January 19—Muscatine, Ia.—Examiner Harris: 
19999 A Sub. 1)—The Automatic Gravel Products Co. et al. vs. 
B. M. & N. W. Ry. 
January 19— Argument at Washington, D. C.: 
a 3 sae = 8 1)—Little Rock Chamber of Commerce vs. A. G. S. 
- nee Oe OL. 
- & S. 2736—Nitrate of Soda from New Orleans, La., and Sub-ports 
to Ark. and Okla. 
18256— Aroostook County Chamber of Commerce et al. vs. A. & R. 
R. R. et al. 
January 20—Spokane, Wash.—Examiner Fleming: 
1. & S. 2999—Routing from points on the Spokane, Coeur D’Alene 
and Palouse Ry., eastbound Transcontinental. 
—— 20—Houston, Tex.—Examiner Griffin: 
. & S. 3028—Clean Rice and Rice Flour from points in La. and Tex. 
to South Atlantic ports. 
January 20—Ft. Worth, Tex.—Examiner Peterson: 
1. & S. 3017—Livestock from Texas to Indiana. 
January 20—Argument at Washington, D. C.: 
9200—Railway Mail Pay. 


January 21—Little Rock, Ark.—Arkansas Railroad Commission: 
Finance No. 6412—Joint Application of C. R. I. & P. Ry. and Choc- 
taw, Oklahoma & Gulf R. R. for authority to abandon a line of 
railpoad in Jackson county, Ark. 


January 21—Keokuk, Ia.—Examiner Harris: 
20192—Traffic Bureau of Keokuk Chamber of Commerce et al. vs. 
A. & V. Ry. et al. 
January 21—Augusta, Ga.—Examiner McChord: 
20010—City of Augusta vs. A. C. L. R. R. et al. 
January 2i1—Argument at Washington, D. C.. 
20007—The Brotherhood of Sleeping Car Sabinen vs. Pullman Com- 
pany. 
January 23—Portland, Ore.—Examiner Fleming: 
~ < S. 3024—Doors from Pacific Coast Territory to C. F. A. Terri- 
ory. 
January 23—Harrisburg, Pa.—Examiner Filler, jointly with the Public 
Service Commission of Penna. 
18718—American Window Glass Co. vs. B. & O. R. R. et al. 
19978—Standard Plate Glass Co. vs. B. & O. R. R. et al. 


January 23—Dallas, Tex.—Examiner Peterson: 
17752—DaNas Paper Co. vs. A. & L. M. Ry. et al. 


. & W. Ry. et al. 
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— (and Sub. Nos. 1 to 5, incl.)\—Cameron Auto ‘Co. vs. T. & P. 
y. 
sonuaty 23—St. Louis, Mo.—Examiner Harris: 
9408—The United States Can Co. vs. 4, G. S. R. R. et al. 
19637 Alton Brick Co. et al. vs. A. & E. R. R. et al. 


a, 23—Columbus, O.—Examiner Harraman: 
- & S. 3000—Cancellation of commodity rates on sewer pipe in Cen- 
"tral Freight Association Territory. 


January 23—Valdosta, Ga.—Examiner McChord: 
19543—Home Builders’ Supply Co. vs. A. C. L. R. R. et al. 
January 23—Argument at Washington, D. C.: 
18730—Board of Railroad Commissioners of the state of S. D. vs. 
A. T. & S. F. Ry. et al. 
18787—Board of Railroad Commissioners of the state of Ia. vs. A. T. 
& S. F. Ry. et al. 
18965—Albert Lea Packing Co. vs. C. M. & St. P. Ry. et al. 
19463—Acme Hay & Mill Feed Co. et al. vs. A. T. & S. F. Ry. et al. 


sary | 23—New Orleans, La.—Examiner Griffin: 
. & S. 3033—Lumber for points in Ark. and Okla. on the K. C. S. Ry. 
and connecting lines to St. Louis, Mo., group points. 
* 20434—Southern Pine Assn. vs. Christie & Eastern Ry. et al. 
February 27—Los Angeles, Calif.—Examiner Mattingly: 
17000—Rate Structure Investigation, Part 3, Cotton. 
* 418390 (and Sub. Nos. 1 to 10, incl. )—Arkansas Cotton Growers’ Co- 
operative Assn. vs. A. & R. R. R.. et al. 
* 418570—Mississippi Railroad Commission et al. vs. A. & R. R. R. 
] 


et al. 
18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 
18932—Corporation Commission of Oklahoma vs. Santa Fe et al. 
19180—California-Arizona Cotton Assn. vs. A. T. & S. F. Ry. et al. 
19211—State Docks Commission vs. Sou. Ry. et al. 


January 23—Washington, D. C.—Examiner Weems: 
20253—Canton R. Co. vs. A. A. R. R. et al. 
January 23—New Orleans, La.—Assistant Traffic Director Pitt and Ex- 

aminer Boat: 
Fourth Section Application No. 2040 et al. 
Fourth Section Application No. 11406. 
Fourth Section Application No. 13262. 
Fourth Section Application No. 13187. 
(Further hearing.) 
January 24—Portland, Ore.—Examiner Fleming: 
19873—Willamette Iron and Steel Works vs. S. 
January 24—Dallas, Tex.—Examiner Peterson: 
20212 page Sub. 1)—Desel-Boettcher Co. et al. vs. G. H. & S. A. 
Ry. 
19954—Gugenheim-Goldsmith Co. et al. vs. C. R. I & G. Ry. et al. 
January 24—New Orleans, La.—Examiner Griffin: 
20154—Inland Waterways Corp., operating Miss.-Warrior Service 
vs. Nor. Pac. Ry. et al. 
January 24—Argument at Washington, D. C.: 
18260—Old Dominion Glass Corp. vs. B. & O. R. R. et al. 
18566 (and Sub. 1)—T. C. Wheaton Co. et al. vs. B. & O. R. R. et al. 
as a yt Hardware & Manufacturing Co. et al. vs. A. & E. 
R : a 
19243—-Hallsboro Mfg. Co. vs. Sou. Ry. et al. 
January 25—New Orleans, La.—Examiner Griffin: 
18338—Savannah Creosoting Co., Me., et al. ve. A. C. & ¥. Ry. ot al. 
January 25—Dallas, Tex.—Examiner Peterson: 
19926 (and Sub. 1)—Advance-Rumeley Thresher Co 


*# + % & 


P. & S. Ry. et al. 


, Inc., et al. vs. 


A. & V. Ry. et al. 
19914 (and Sub. 1)—Huey and Philp Hardware Co. et al. vs. A. & 
V. Ry. et al. 


January 25—Columbus, O.—Examiner Harraman: 
20124—The Columbus Packing Co, va. N.. & W. Ry. 


January 25—St. Louis, Mo.—Examiner Harris: 
* 19783—Federated Metals Corp. vs. St. L. S. F. Ry. et al. 
February 8—Los Angeles, Calif.—Examiner Fleming: 
% oe Cottonseed Products Corp. et al. vs. Inter-California 
Ry. et 
+ 20806-Ciobe Cotton Oil Mills et al., vs. Ariz. Eastern R. R. et al. 


January 25—Portland, Ore.—Examiner Fleming: 
20189—Fir Door Manufacturers’ Assn. et al. vs. A. & S. Ry. et al. 


January 25—Argument at Washington, D. C.: 
“— os Sub. 1 and 2)—Culbertson Brothers Co. vs. C. G. W. R. 
et al. 
19362—Northwestern Lumbermen’s Assn. vs. oe St. P. & S. S. M. Ry. 
19466—McGreer Brothers et al. vs. C. B. & Q. R. 
January 25—Tampa, Fla.—Examiner McChord: 
20190—Armour Fertilizer Works vs. B. A. mS P. Ry. et al. 
19890—U. S. Phosphoric Products Corp. vs. + & P. Ry. et al. 
* 20406—Virginia Carolina Chemical Corp. vs. BS a . By. et al. 
January 26—Kansas City, Mo.—Examiner mae 
20070—Consumers Material Corp. vs. A. T. & S. F. Ry. et al. 
January 26—Dallas, Tex.—Examiner Peterson: 
20285—Cranfill pres. Drilling Co. et al. vs. A. T. & S. F. By. et al. 
19953—The A. B. Frank & Co. et al. vs. A. & R. R. R. et al. 
January yg Orleans, La.—Examiner 
20080—Southern Cotton Oil Co. et al. vs. 
January 26—Argument at Washington, D. Ms 
18580—National Paper Products Co. vs. N. Bi C. R. R. et al. 
18874—-Bellevue Sand & Gravel Co. vs. C. B. & Q. R. R. a al. 
19449—-The American Zinc Products Co. = B. & O. R. R. et al. 


; Cy Ry. 
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“The Service That Is Different!” 








Let’s Go J 


The New Year dawns bright! 
Like Charles Schwab we believe 
the man who gambles on the 
future of America always will 
win, so let’s go! 


Trans-Continental Freight has 
reached its thirtieth milestone 
rich in experience. This enables 
us to meet changing conditions 
instantly, providing economical 
shipping, promptness of delivery, 
expertness in handling and free- 
dom from damage. But there is 
more—Trans-Continental’s extra 
service often has made a differ- 
ence of thousands of dollars a 
year to shippers. It is that per- 
sonal attention to your indi- 
vidual need that makes Trans- 
Continental Freight forwarding 
better and different always. 


Ask Our Nearest Branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Beston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohie Pertland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Los Angeles, Cal. Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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What Happens to the Boxes 
You Send Out? 


Any unstrapped wood container can be re- 
duced to save at least 20% to 40% of the cost 
of material. This fact has been proved by 
numerous tests and experiments. 

In addition to getting a less expensive con- 
tainer, the shipper has a stronger and better 
looking package by reinforcing with steel 
strap. ‘The new method is also easier and 
takes less time in the shipping room. And, 
too, the right container, properly reinforced, 
will assist the sale of a product by assuring 
the buyer that his shipment will arrive in 
good condition. 

For the purpose of serving shippers, we 
maintain a fully equipped laboratory for 
testing packages, and 
in the course of several 
years have tested prac- 
tically every type of 
shipping container. 
Records obtained 
through these tests 
form a basis for the 
recommendations we 
make when a shipper 











One of the types of Acme Tools. 


= 


ACME UNIT-LOAD— 
the modern method of brac- 
ing shipments (in units) in 
the box car with flat steel 
bands,—is rapidly replacing 
the old method of wood 
blocking shipments, which 
is expensive, both in material 
cost and labor. 





ACME UNIT-LOAD 





asks us to tell him whether his package can 
be improved. 

The accompanying illustration shows the 
revolving drum testing machine in which the 
“drop test” is conducted. It gives a package 
a taste of some of the rough handling to be 
met between shipping point and destination. 
As the drum rotates, the package is tumbled 
from one obstruction to another again and 
again. This test enables us to determine 
how much protection the container really 
gives the packed goods, and how much drop- 
ping it will stand before breaking open. 

Railway and express men are not inten- 
tionally careless in the way they handle 
freight and express 
but they cannot give 
each package the care 
that it may deserve. 

One way to protect 
shipments against hard 
knocks and pilferage 
is by banding shipping 
containers with steel 
strap. 





Showing package testing ap- 
paratus in Acme Steel lab- 
oratory. 


—_ 


ACME UNIT-LOAD is 
applicable to practically 
every commodity shipped in 
freight cars. Every day 
hundreds of shipments bound 
in this manner are being re- 
ceived in perfect condition 
because these units do not 
resist, but absorb, the shocks 





Easy and simple to use; 
no skilled labor or power of 
any kind is required. Effects savings on 
freight charges, too, by eliminating the usual 
heavy and inefficient wooden dunnage. 


BRANCH OFFICES IN 
ALL PRINCIPAL CITIES 


TYPICAL SHIPMENT OF BARRELS 


of transportation. 

Our Engineers are ready 
to help you. Let them tell you how ACME 
UNIT-LOAD can be adapted to your ship- 


ments. 


ACME STEEL COMPANY 


PROMPT SERVICE 
ON ACME PRODUCTS 


2840 ARCHER AVENUE 
CHICAGO 
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UST NOW we have letters from 

E. P. Vernia, Vice-President of the 
Monon; F. D. Reep, Vice-President, Rock 
Island Lines; J.J. PELLEY, President, Central 
of Georgia; and J. B. Forp, Vice-President 
of the C. & E. I. Satisfaction and enthu- 
siasm on every hand. The Great Northern, 
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The Oregon-Washington Railroad 
@ Navigation Company owns this 
McCormick- Deering at Portland, 
regon 


McCORMICK-DEERING—the Industrial 
Tractor that Suits the Railroad World 


the Nickel Plate, the C. M. & St. P., the 
I. C., and a long list of others use the 
McCormick-Deering Industrial with full 
success. This Industrial tractor has every- 
thing the railroad man wants in compact, 
flexible, liberal power around the yard, 
repair shops, stores and material supply 
departments, etc. It hauls, lifts, pushes, 
and combines to operate a great variety of 
equipment. Power three ways—through 
drawbar, belt, and power take-off. We will 
be glad to show you what the McCor- 
mick-Deering Industrial Tractor will do. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. °f America 


(Incorporated ) Chicago, Illinois 


Letter from Mr. Ford about the 
McCormick-Deering shown at left 


Gentlemen: 


Several months ago we purchased a 
McCormick-Deering Tractor with crane 
attachment, for use by the stores depart- 
ment at our Danville shops. 

This machine has given us excellent 
service in hauling and hoisting, and we 
are finding new jobs for it almost daily. 
It has greatly expedited the delivery of 
material at the shops and is quite a factor 
in the prompt release of cars loaded with 
supplies. We have also used it for shifting 
cars from one location to another on our 
shop and repair tracks. 

By the use of this tractor, we are saving 
in our forces an average of more than one 
man per day, and at the same time hand- 
ling our materials in a more efficient and 
satisfactory manner. 


Yours very truly, 


J. B. FORD, Vice President 
Chicago and Eastern Illinois 
Railway Company 
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AY WAY 


IN THE PORT OF NEW YORK 


The “New-Way” offers unlimited Terminal facilities for WAREHOUSING, DISTRIBUT- 
ING, ASSEMBLING, SHIPPING, TRUCKING and MANUFACTURING. 

The Terminal provides modern commercial fire-proof, sprinklered, re-inforced concrete 
buildings for warehousing, distributing and manufacturing plants. The buildings have adequate 
freight platforms and direct railroad sidings at car-door level. There are also deep water docks to 
accommodate waterborne freight of all kinds. The marine and specific fire insurance rates are the 
lowest obtainable. 


The INDUSTRIAL TERMINAL of TODAY ASSURES its Shippers and Manufacturers 
economy through concentration of operation not attainable through any other means. 








TERMINAL NEW YORK OFFICE 
BAYWAY (ELIZABETH) N. J. 23 CHURCH STREET, N. Y. C. 




























»2 january 14, 1928 THE TRAFFIC WORLD 


/RX THE REDWOOD LINE XX 


Gulf- Pacific Coast Cargo Service 


A DEPENDABLE COMPANY 


CHICAGO BIRMINGHAM 
R. F. Thompson H. B. Rox 
901, 11 So. La Salle St. 201 Brokers Bldg. 
Phone Central 4645 Phone 4-4362 


CONSISTENTLY MAINTAINING 
FORTNIGHTLY SAILINGS 


FROM 
GULFPORT, MOBILE, NEW ORLEANS 


TO 


LOS ANGELES ana SAN FRANCISCO HARBORS 


ST. LOUIS MOBILE 
Fred D. Royce Munson §.S. Lines 
1634 Arcade Bldg. Pier 8, M. & O. Docks 
Phone GArfield 2287 Phone 4097 
GULFPORT 
The Redwood Line 
G. & S. I. Bldg. 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St.. 208 West Eighth St. 







Offices also in Portland, Seattle and Tacoma 


Finkbine-Guild Transportation Co. 
E. L. THROGMORTON THEODORE BRENT P. A. JORDAN jk 


Vice-Pres. and Gen. Mgr. Vice-President Asst. Traffic Manager 


[rq 





General Offices: 
1421 New Orleans Bank Building - - NEW ORLEANS 
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The Chain of Tidewater Terminals 


d 


Allied Inland 


BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads—direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 

for lumber, pig iron and 

similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y 
W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. _ Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 


10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


Shippers: 


The above means great money saving to 
your freight to be delivered to these splendid terminals, and warehouses. 


Warehouses 


NEW YORK 
ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 


transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 

Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 


NORFOLK 


NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moore, Manager, 
Norfolk, Va. 
Three piers, each 1300 ft. long —4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. Re- 
celving, delivering and classification yards 
have over 4,000-car capacity — Every mod- 
ern device for rapid and economical handling, 
all classes of cargo — Forty acres open stor- 
age space for lumber, metals and ores. No 
— Served by Norfolk’s eight Trunk 
ines. 


ou. 


Read carefully — then direct 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 


and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 


Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 


—Ie-de-1e-de-Ie=. 
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'| Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 


is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 





Daily between Chicago and the Pacific Northwest 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 

H. G. Dow M. J. Costello 


Western Traffic Manager 
Seattle, Wash. 


Assistant General Freight Agent 
New York City 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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